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BUYING HABITS~ 
Influence Packaging 


USTOMER gooa-will is the 

invaluable tincture that must 
penetrate every successful product in 
the commercial field. Proper pack- 
aging creates customer good-will .. . 
and proper packaging is influenced 
by buying habits. 

Jobbers are influenced by con- 
venience and dependability of the 
shipping box. 

Retailers are influenced by ship- 
ping boxes that will stand the gaff 


... boxes of sizes that meet their 
demands— gross lots on one item 
—dozen lots on another. 


Scores of manufacturers have 
learned by experience that the most 
practical and economical solution to 
any packaging problem will be fur- 
nished by the fifty H & D Package 
Engineers. We are ready to make 
that your experience, too. 


The Hinde & Dauch Paper Company 
303 Decatur Street Sandusky, Ohio 


packae 
\ agree tates 


Prepared for Youm 


**Package Engineering”’ 
is a new bulletin issued 
by H & D Package Engi- 
neers. It tells how Pack- 
age Engineering can be 
applied to your packag- 
ing problem. Write for 
a copy on your business 
stationery. 


HINDE & DAUCH #0" SHIPPING BOXES 
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This business of damage claims.... 


‘‘My damage claims have always been paid promptly The fair, prompt claims settlements are only one 
and fairly,” said a prominent manufacturer recently aspect of American-Hawaiian transport service. 
in discussing shipments via the American-Hawaiian Entrust your product to American-Hawaiian, no 
Steamship Company. The incident is typical of the matter what its value or bulk, and you will have 
spirit that the American-Hawaiian claims policies the assurance that it will go to market economi- 
have engendered in its shippers. Every precaution cally, safely and on time. Twenty-three modern 
is taken to prevent damage. Modern equipment and freighters comprise this famous fleet. Sailings 
rigid operating regulations assure depend- between Boston, New York, Philadelphia, 
able, careful handling. When damage does Charleston and Los Angeles, San Fran- 
occur, however, American-Hawaiian makes cisco, Oakland, Portland, Seattle and 
recompense quickly and efficiently. Ninety- T h he P Saat fi 
seven per cent of claims received are dis- acoma t rough the Panama — 
posed of the same month—a record, to our vite our local office to confer with your 
knowledge, unequaled by any other line. traffic manager. 


AMERICAN-HAWAIIAN STEAMSHIP COMPANY 


‘“*Coast-to-Coast Since 1855”’ 


dn Kansas City its 


ADAMS 


TRANSFER and STORAGE CO. 


Responsible — Reliable ~ Reasonable 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
Pool Car Distribution Prompt and Efficient Service 
Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Club of K. C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 


. =, ay fs ba : 
’ te #, uy ; 


CA Truck for every purpose in Our Sixty-five unit fleet 
LELAND BOB + 
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Operated by 


UNIVERSAL 
deictintnnbaieiiiaiiens CARLOADING & DISTRIBUTING CO. 


v. 










Offices in All Principal Cities 






Consolidators of machinery, merchandise, automo- 
THE TRAFFIC SERVICE CORPORATION bile parts, etc., for more than 30 years 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET ST. 


Phone, Main 3840 Telephone State 8635 SEAR LO AA ALTON EEL SENET ONI 
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The Bett Railway Company 
of Chicago 
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That portion of the Chicago Switching Dis- 
trict directly served by The Belt Railway 
Company of Chicago 1s rapidly becoming 
industrially occupied. 


WHY ? 


Character of B. R. C. Service 


All traffic safely and expeditiously 
handled 


Readily accessible desirable 
industrial locations 





We welcome opportunity to submit a survey of desirable 
industrial locations served by 


THE BELT RAILWAY COMPANY OF CHICAGO 


INDUSTRIAL DEPARTMENT 
Phones Harrison 3689-3690 DEARBORN STATION, CHICAGO, ILL. 
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Ja 


Help the Sales Department 


Secure New Markets and Meet Competition 


Assist the Purchasing Department 


To Obtain Goods in Minimum Time and at Minimum Cost 


Two Extremely Valuable Ways That 

the Traffic Department Can Become 

an Important Factor in Production 
and Distribution 


SHIPINDEX | 


RATE CARD SYSTEM 
PROVIDES 


ACCURATE 


AND 


IMMEDIATE 


TRANSPORTATION 
COSTS 


Those progressive firms which 
have for some time enjoyed the l 
Rate Card System have become Concerning the ShipindeX installation illus- 
: : trated above a Rochester (N. Y.) concern writes: 
very enthusiastic over the benefits ' : 
. ‘‘We are very much pleased indeed with the Rate 
to be gained. Cards you furnished.”’ 


SOME OF THE ADVANTAGES OF SuipinpeEX 


Verifies the accuracy of freight bills before payment 
Permits the sales manager to quote ‘‘delivered”’ 
Tells the purchasing agent where to economically buy 
Obviates telephoning or writing for rates 
Abolishes cataloging tariffs and keeping same up-to-date 


SHIPPING SERVICE ORGANIZATION javvor'n-¥. 
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Convenient 
Warehouse 


LACKAWANNA’S 
NEW TERMINAL 











| Fig aenering in the heart of the World’s greatest markets, the Hoboken 
Jersey City Warehouse Terminal on the Lackawanna Railroad adjacent 
to ferries, trans-Atlantic piers, highways and Holland Vehicular Tunnel—in 
the Port of New York, is a vital service institution to manufacturers and 
distributors of goods and to every consumer in the United States. This huge, 
most modern warehouse is now under construction and will be ready for 
service November, 1929. It is the largest terminal warehouse of its kind on 
the Atlantic Seaboard. 


A warehouse and freight station so conveniently located with rail and 
water facilities permits strategic transit storage and the delivery of goods to 
nearby consuming centers by reliable freight and water transportation, or by 
motor truck serving the nearby Greater New York markets. 













The service and facilities of this new modern warehouse will lower the 
expense of the distribution of goods, regulate supply to demand and provide 
the maximum of service at a minimum cost. It is another strong link added 
to the chain of Lackawanna service. 








Write or inquire of any Lackawanna Agent regarding Warehouse Space 


LACKAWANNA 
RAILROAD 








eenati The Pioneer 


in Fast Through Lackawanna 
Merchandise Service Railroad 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


Between the Gulf of Mexico 


and California Ports ST. LOUIS 


Fred D. Royce 
1618 Arcade Bldg. | 
Phone CHestnut 4107 | 





CHICAGO 


Ray F. Thompson 
2118, 105 W. Adams St. 
Phone Franklin 3774 


The fieet of THE REDWOOD LINE is 
composed of the steamships 


Abron, Dochet, Sabotawan, 
Manhattan Island and Dio, 


all identical in size and type. They are 
all steel oil burners and carry the highest 
rating for insurance purposes. These 
vessels are 396 feet in length, 52 feet 
beam, 7700 tons dead weight and have 
a cargo capacity of 6500 tons. 


All cargo can be stowed 
under and between decks 


MOBILE 
Wm. Gorman 

H. E. Devoy 206 State Office Bldg. 
7-11 Water Street Phone 4214 


B 
IRMINGHAM NEW YORK 


H. B. Rox 
201 Brokers Bldg. 
Phone 83-5266 


SAN FRANCISCO LOS ANGELES 


L. B. Fitch 
Western Traffic Manager = M. Cantelow 
815 Pacific Electric Bldg. 
1 Drumm Street 


REDWOOD LINE, Inc. 


A DEPENDABLE COMPANY 


General and Local Offices Located: 
1421 New Orleans Bank Building - - - 226 Carondelet Street 


NEW ORLEANS 
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4107 | 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 

















Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental Simited 


Between Seattle and Chicago Without Change of Cars 





H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. Se. Paul, Minn. 


H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agent 
New York City 105 W. Adams St., Room 620, 
Chicago, ill. > 
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‘“‘THE EMBLEM OF GOOD SERVICE”’ 


If a Shipper can 


SAVE MONEY 
AND TIME 

AND ANNOYANCE 
AND HIS TEMPER 


By Using 


Nicke: Pare 


FAST FREIGHT and PASSENGER SERVICE 


Why Not Do Likewise? 


COURTESY —SAFETY —DEPENDABILITY 


Ship and Travel 


Ln VIA xe 
x oY 
Ke e 
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A Fast | 
‘| Express 
Service 








Self-Propelled Barge for Fast Express Freight 


for High Class Merchandise— At Low Rates 


Self-Propelled Barges and a Tow Express are used 


Superior transportation service is offered by the 
in this fast packet freight service. 


Federal Barge Line for high-class freight from 
Northern and Eastern manufacturing and distribut- 
ing territory to the Mississippi Valley, the South, 
and Southwestern points. 


The Self-Propelled Barges leave St. Louis at 
5 p.m. every Friday arid arrive in New Orleans 
every Thursday. Returning, these fast barges leave 
New Orleans every Saturday and arrive in St. 
Louis every Tuesday. The Tow Express leaves St. 
Louis every Tuesday and arrives in New Orleans 
every Monday and returning leaves New Orleans 
every Wednesday and arrives in St. Louis every 
Monday. 


Two of the Barge Line’s three weekly departures 
from each of the several terminals are operated on 
Express Schedules, primarily to take care of less 
than carload merchandise that requires fast delivery. 


Ship by Barge Line—Save Time and Money 











Barge Line rates between River points—or for an 
all-water haul—are approximately 20 per cent less 
than all-rail and corresponding savings in cents per 
hundred pounds are made on through barge-and-rail 


Threugh bills of lading cover all shipments, and 
all freight in possession of the Federal Barge Line 
is subject to the advantageous conditions of its bill 
of lading, which covers full liability for losses due 








not only to the usual fire and marine risks and 
customary hazards, but also for losses caused by 
floods, windstorms, and other so-called acts of God 
against which other carriers do not insure. 


transportation to and from interior points in 31 
states. 


The Federal Barge Line offers superior service in 
careful handling of merchandise, elimination of 
delay in adjusting claims, and in prompt, depend- 
able schedules. 


Mississippi: -Warrior Service 
\L BARGE LINE 


THE SECRETARY OF WAR, GOVERNOR 
¥@4\ Maj. Gen. T.Q. ASHBURN, CHAIRMAN of the BOARD 


All inquiries concerning the Federal Barge Serv- 
ice are promptly and courteously answered. Address 
the nearest representative. 





OPERATED BY 
THE INLAND WATERWAYS CORPORATION 






W. M. HOUGH, Traffic Manager, Cc. E. BECKER, Asst. to T. M. J. P. HIGGINS, T. M. H. RUDDIMAN, Asst. T. M. 
320 Magazine St., (Solicitation), (Solicitation), (Solvation 


521 Austin Hide. 
Chicago, Ill 


ST. LOUIS, MO 
1207 Fed. Com. Trust Bldg., 
J. F. Ward, Gen. Agt. 
ST. PAUL, ——" 
1417 Pioneer Bldg., 
Elmer Cordes, Gen. Agt. 


~ 1204 Federal Commerce Trust 
Bldg., St. Louis, Mo. 


MEMPHIS, TENN., 
1201 Cotton Exch. Bldg., 
H. T. Anderson, Gen. 


MINNEAPOLIS, MINN. 
ra Marque Ave. ™ 
. E. Helwig, A. G. F. A. 


New Orleans, La. 320 Magazine St., 


New Orleans, 


DALLAS, TEXAS, 

2610 S. Ewing St., 

L. W. Carson, Trav. Frt. Agt. 
HOUSTON, TEXAS, 

2905 Cleburne St., 

a Golden, Com. Agt. 





BIRMINGHAM, ALA. 
822 Brown Marx Bidg., 
N. W. Guice, Gen. Agt. 
CHICAGO, ILL. 
521 Austin Bldg. 
W. F. Johnson, Gen. Agt. 


NCINATE OHIO LOS ANGELES, CAL., wontEse ALA., SAN FRANCISCO, CAL., 
: Union Cen. Life Bldg.., 807 Pacific Elec. Bldg., 315 Van Antwerp. Bidg., 415 Customhouse, 
L. Thompson, Com. Agt. C. G. Krueger, Com. Agt. H. M. Wilson, Com ao T. B. Esty, Pac. Coast Rep. 
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Off-line Agencies 


@® ATLANTA 
Healey Bldg. 
@ BALTIMORE 
209 Morris Bldg. 
® BIRMINGHAM 
Woodward Bldg. 
@® BOSTON 
Old South Bldg. 
® BUFFALO 
Ellicott Square Bldg. 
@ CINCINNATI 
Dixie Terminal 
@ CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 
@® CHICAGO PASSENGER 
DEPT., 33 West Jackson 
® CLEVELAND 
Hippodrome Bldg. 
® DENVER 
Boston Bldg. 
® DETROIT 
Majestic Bldg. 
@ HAVANA 
Manzana de Gomez 
® INDIANAPOLIS 
Merchants Bank Bldg. 
® KANSAS CITY 
Railway Exchange Bldg. 
® MEMPHIS 
Exchange Bldg. 
® MINNEAPOLIS 
Metropolitan Life Bldg. 
® MEXICO CITY 
Ave. Cinco de Mayo, No. 32 
@® MONTERREY 
Edificio Langstroth 


® NEW YORK CITY—FGT.-PASS, 


165 Broadway 
Uptown Pass. Ticket Office 
531—5th Ave. at 44th St. 
® OKLAHOMA CITY 
Perrine Bldg. 
@® PHILADELPHIA 
Packard Bldg. 
® PITTSBURGH 
Park Bldg. 
@® SALT LAKE CITY 
- 41 South Main St: 
® SEATTLE 
314 Union St. 
® ST. LOUIS 
Carleton Bldg. 
® VANCOUVER, B. C. 
585 Granville St. 
@® WASHINGTON, D. C. 
Southern Bldg. - 
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STATES OF PROGRESS 
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Southern Pacific Lines 


©) 


Where they reach 


=—_—_— 


OUISIANA, the progressive, embraces’: New Orleans, terminus 
of Southern Pacific’s Sunset Route, a shipping point for the 
world’s greatest agricultural region, the Mississippi Valley. 


The Port of New Orleans harbors vessels from all over the world, 
including those of Southern Pacific’s Morgan Line (from New York) 
making connection here with the rail lines of the Sunset Route 
serving the progressive States of the great Southwest. 


Southern Pacific, one of the first railroads to build into the State, 
serves almost the whole southern portion, connecting directly with 
eight other rail lines leading to all the important markets of the 


east, north and west. 
Pacific go hand in hand. 


——_ 


| | 
|| Louisiana 


PWSHREVEPORT 


a 
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The progress‘of Louisiana! and}, Southern 


LOUISIANA sses exceptionally great 

icultural advantages, including varie- 
ties of products geen to the temperate 
and semi-tropical zones, such as cotton, 
sugar-cane, rice and potatoes. Cotton is 
— throughout the State and gives the 
ay general average yield per acre in the 
south. 


Twelve trunk line railroads terminate in 
Louisiana, two of which are transcontinental 
lines. Additional transportation facilities are 
found in the 295 miles of intercoastal cana 
and other navigable waters. 


Over 5,000 miles of rail lines serve more than 
2,000 manufactories in Louisiana. 


SOUTHERN PACIFIC LINES 
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FREIGHT TARIFF SERIES 


The Traffic World will next month begin publica- 
tion of a series of twenty-six articles on the subject of 
freight tariffs, by Professor G. Lloyd Wilson, to take 
the place of the series on freight rates, by the same 
author, now about to be finished. The purpose of the 
new series is to discuss the provisions of the law respect- 
ing freight tariffs and the administrative regulations of 
the Interstate Commerce Commission relating to the 
publication, filing, posting, and changing of freight rate 
schedules. It then proceeds to discuss the various types 
of freight tariffs and the methods of publication by indi- 
vidual carriers and joint agencies. The plans of con- 
struction of typical freight tariffs are analyzed according 
to methods of publication and contents. The treatment 
includes the tariffs of rates for transportation as well as 
for special, terminal, and other accessorial services. The 
series will conclude with a discussion of the interpreta- 


tion and use of freight tariffs. 
* 


BUSINESS AND GOVERNMENT 


Testimony before -the House committee on appro- 
priations relative to a deficiency appropriation of $5,000,- 
000 for the domestic air mail service of the Post Office 
Department affords an interesting commentary on that 
conception of government under which public funds are 
used to provide service at less than cost. Though the 
Postal service, with the exception of the parcel post busi- 
ness, is not generally regarded as being in that class of 
commercial activities in which the government is en- 
gaged and that should be left to private enterprise, such 
as the operation of barges on the inland waterways and 


203 


question of the government being in business and the 
methods that are followed by the government when it 
is in business. 

The government official charged with the duty of 
carrying on a business enterprise usually justifies the 
continuance of the activity under his supervision, not 
on the basis of the cost to the public, but on the basis 
of the “good” that is done by the service. Ignoring cost, 
such officials make statements repeatedly about “sav- 
ings” to the part of the public that may use the service. 

Business in the United States, as represented by 
commercial organizations, is supposed to be opposed to 
the government being in business. Pointed resolutions, 
adopted in conventions, may be cited in support of that. 
Yet “business,” as represented by individual organiza- 
tions, as in the case of the government barge lines, often 
supports such an activity on the part of the government. 

In the testimony referred to, a representative of the 
Post Office Department informs the committee that he 
favors expansion of the air mail service, even though 
greater losses were to result than have been suffered. 
Justification? The air mail service “saves” money for 
business. Savings of thousands of dollars are pointed 
to, yet it is frankly admitted that the service is being 
conducted at a loss of fifty per cent. As members of 
the committee ask, why should not business, if it saves 
money as the result of the air mail service, pay at least 
the cost of the service? 

Members of the committee said there should be a 
“showdown” on this question of the government furnish- 
ing service at a substantial loss while, at the same time, 
business was making a profit because such service was 
furnished. There should be a “showdown,” not only as 
to this activity of the government, but also as to the 
others that come within this field, but the outlook for a 
“showdown” is not promising at this particular time. 
Not only business men throughout the country but also 
members of Congress, according to the testimony, are 
“knocking at the door of the Postmaster General to have 
routes put in operation.” A deficiency appropriation of 
$5,000,000 was approved by the committee, that amount 
being necessary to meet contract payments, but the com- 
mittee said that “this is a matter which Congress should 
consider at no very distant time and either determine or 
indicate whether the present policy involving such a 
large loss is desired to be continued or changed by the 
Post Office Department.” 
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‘Tue electrified lines of Illinois 
Terminal Railroad System are in position to supply special handling 
of heavy freight for the convenience of shippers who demand spe- 
cial service and whose shipments warrant extraordinary handling. 


The illustration above is that of a solid train of oil tank cars. It is 
typical of many special handlings given for the convenience of ship- 
pers over these lines. 


If you have a traffic problem that seems to require special or ex- 
traordinary handling, our Traffic Department will gladly confer 
with you or your traffic representative. 


TRAFFIC DEPARTMENT, 1221 LOCUST ST, ST. LOUIS, MO. 
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The members of the appropriations committee who 
asked questions or otherwise expressed themselves in 
the hearing were Representative Anthony, chairman; 
Representatives Wood, of Indiana; Buchanan, of Texas; 
and Dickinson, of lowa. The witnesses were W. Irving 
Glover, Second Assistant Postmaster General, and Chase 
C. Gove, deputy second assistant and chief clerk. Be- 
cause of the light the testimony throws on the issues 
involved, we reproduce the essential part of it: 


The Chairman. How does it happen that you are now esti- 
mating $5,000,000 deficiency? 

Mr. Glover. Mr. Chairman, the air mail business is increasing 
by leaps and bounds. That is the only way I can explain it. 

The Chairman. That is, the business is increasing, while the 
receipts are decreasing under the present legislation. 

Mr. Glover. That is probably true at the present time... . 

The Chairman. If we keep the air mail business going at tha 
rate, it will not be long before we are broke, will it, unless we do 
something to make the receipts and expenditures more nearly 
balance? How about that? Do you not think that it is necessary 
to recast the entire air-mail business? 

Mr. Glover. I would not say so. No, sir; I do not think so. 

The Chairman. Then you are after doing business at a loss? 

Mr. Glover. Yes, sir; and we will always continue to do so. 

The Chairman. Why should we continue to do this air-mail 
business at a loss? I understand that some of the routes have 
become quite profitable. 

Here Mr. Glover explained that the Postmaster General had 
called a conference for the consideration of readjustment of air 
mail payments to air mail carriers, but that he did not think such 
readjustment, if made, would eliminate the deficiency. 

The Chairman. Why not? 

Mr. Glover. Because the business is increasing by such leaps 
and bounds, and there is an additional demand for the service all 
over the country. 

The Chairman. Why should not the government be able to 
bring the air mail service on a basis where it will pay at least the 
cost of the service? 

Mr. Glover. I am afraid that will never happen. It is the 
same way with the handling of mail by the railroads... . 

The Chairman. What was the argument used by the Post 
Office Department to justify the reduction of rates from 10 cents 
to 5 cents per ounce? 

Mr. Glover. To make it more popular and to meet the de- 
mands of business. 

The Chairman. What do you mean by that? Was there any 
distinct advantage gained? 

Mr. Glover. There was a larger use of the air mail service; 
yes, sir. 

The Chairman. Is there really any great advantage to the 
business of the country in the use of the air mail service? 

Mr. Glover. Yes, sir; there is a tremendous advantage. 

Mr. Buchanan. Only to a certain extent. 

Mr. Wood. What is the advantage? 

_ Mr. Glover. Well, for instance, the use of the air mail service 
is of tremendous advantage to the banker. 

The Chairman. It saves him interest. 

Mr. Glover. Yes, sir. 

The Chairman. Is that all? 

Mr. Glover. It is an advantage to business generally. 

The Chairman. What does it amount to practically? 


Mr. Glover. He gains a great deal. That is shown here by 
these figures for October, showing 467,000 pounds carried. 

‘The Chairman. It just results in getting letters a few hours 
earlier perhaps. They are mostly average business letters between 
business houses of large cities. Is not that about all? 

Mr. Glover. No, sir. 


The Chairman. Suppose you give us a concrete example. 

Mr. Glover. I can cite to you cases where people have used it 
for advertising purposes, and where it has brought to business 
men thousands of dollars in new business. There is one case I 
know of where it brought in new business to the extent of $100,000. 
- . » I have in mind a printing house that used it when their 
Press broke down. They could send to Chicago for parts. In that 
hy they could keep their printing plant in operation, or keep it 
tom being closed down for two or three days while sending for 
repair parts. The repair parts were sent from Chicago in less than 

hours, resulting in a saving of thousands of dollars. 
who! = Chairmen. Why does not the department overhaul the 
pe € thing, or the compensation paid to these contractors, so that 
ve may more nearly equal the cost of service? Clearly it 
i on a business basis now, and I want to know why you 
should not place it on a business basis. 
ean r. Glover. The Postmaster General has already served notice 

Ose contractors who have been operating for two years. 

P ir, Buchanan. Hbw much are we losing per year on account 
of this air mail service? 
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Mr. Glover. I should say from $5,000,000 to $7,000,000 per 


Mr. Buchanan. We.are losing over 50 per cent. 
Mr. Glover. Yes, sir. 
Mr. Buchanan. That is too great a loss for any mail service 


; r. Wood. As the poundage increases, does the * expense 
increase? 

Mr. Glover. Yes, sir; the expense increases. 

Mr. Wood. Then, the more poundage you carry, the more you 
are losing? 

Mr. Glover. Yes, sir. 

Mr. Dickinson. Will it be the policy of the Post Office De- 
partment to continue to expand this service, regardless of the loss, 
or the size of the loss? 

Mr. Glover. That is difficult for me to say. At the present 
time, it is; yes, sir. 

Mr. Dickinson. That is, you are so sold on the air mail 
service that you will expand its development regardless of how 
much loss results from it? 

Mr. Glover. Yes, sir. 

Mr. Dickinson. 1 do not agree with you in that. 

Mr. Glover. I think it will not be a long while before business 
will be knocking at the doors of the Post ce Department asking 
us to carry practically all first-class mail matter by the air mail 
service. 

Mr. Dickinson. Whenever business asks Congress to give it 
$1 worth of service for 50 cents of return, they are asking for 
something that should not be asked of the Post Office Department. 

The Chairman. Why should not business pay the cost of air- 
mail carriage to the government? 

Mr. Glover. They do not pay the cost of any air mail now. .. . 

The Chairman. There is only a small percentage of loss in 
carrying ordinary first-class mail. 

_ Buchanan. There is a profit in that, or there used to be 
a profit. 

Mr. Wood. My understanding is that if it were not for the 
parcel post and air mail service there would be no loss. . 

Mr. Dickinson. It seems to me that the thing that is lacking 
in the testimony here is a reason for its expansion; when the de- 
mands they are now making are not justified from the standpoint 
of experimentation. . When you get to where you no longer 
have an experimental element involved in this service, or when you 
get it down to an actual basis where you know about what you can 
expect, or about what return you will get, you will find that public 
sentiment will no longer back a route, unless the business people 
and business communities along the route support it, and are will- 
ing to pay the cost of operation. 


Mr. Glover. That sentiment is not yet in evidence. I want to 
tell you that there is not a member of Congress or of the Senate 
who is not knocking at the door of the Postmaster General to 
have routes put in operation. There is not a chamber of commerce 
that is not making the same demand. I can show you on my desk 
this morning evidence without any question of that. The chambers 
of commerce are demanding it, and you gentlemen are coming 
down there insisting that routes be put in. Then, when we have 
found, as we have several times, that lines have not been paying, 
or that spurs are not paying, can we cut them out? No, sir; we 
can not. 

The Chairman. Why not? 

Mr. Glover. Because the Congress and the Senate would not 
permit it. We could not do it. 

The Chairman. There is no law to prevent it, is there? 

Mr. Glover. But nobody yet has been able to do it. : 
Then, I will ask you now, do you want me to refuse any exten- 
sion, or the putting on of any new routes? 

Mr. Wood. Not any route, but I would not put on a route 
simply because somebody asked for it. There should be a show- 
down somewhere. The people of this country are not cognizant 
of the fact that these routes are operated at such a loss. They do 
not realize how much money they are paying for this service. 
They appreciate having it because it is a novelty to them. It is 
like a child with a toy, but when they are apprised of what they 
are paying for this novelty they will be a little slow in asking for 
its continuance. 

Mr. Glover. I would like to have that showdown. I do not 
know what will happen after the fourth of March. I probably 
will not be here, so it will not affect me, but in the next few 
months I would like to have a showdown. 

Mr. Dickinson. It is perfectly natural for the chambers of 
commerce to go after it as an advertisement for their towns. But 
if you should submit it to a vote of the people, or if you should 
submit to them the question of whether or not they wanted an 
air-mail service that cost the government $1 for every 50 cents of 
return, I think they would say no. 

Mr. Glover. There is one instance I have in mind, where there 
was a spur put in of less than 100 miles from an important city. 
will not mention the name of the city, but we had 500 letters in 
favor of this addition. They came from respectable and responsible 
business heads, bankers, and commercial houses in that city. 

Mr. Wood. They did not stop to count the cost. 

Mr. Glover. Then we have any number of people coming in. 
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They have come into my office, and they say that the Post Office 
Department can well afford to extend this air mail service. . . 
I said to them, “Do you want me to recommend to the Postmaster 
General that he put this extension in at a loss?” They say “Yes; 
because it speeds the mail, and adds to the efficiency of the postal 
service.’ 

Mr. Wood. What percentage of this air-mail matter is really 
mail that needs to be expedited, as compared with mail that could 
just as well go by railroad? 

Mr. Glover. I have often wondered about that myself. You 
would be surprised at it. I have tried a test in a mail car carrying 
mail to an air-mail junction, and over 70 per cent of it was com- 
mercial mail and was being sent by air for expedition. 

Mr. Wood. I am prompted to ask the question because I re- 
ceive air mail. Some of the letters simply contain requests for 
bulletins that could just as well come by train. Of course, there 
is a lot of novelty about it. 

* aes Gove. I received a good many Christmas cards by air 
mail. 

Mr. Glover. This service has sometimes been called the “high 
hat” service of the Post Office Department. 

Mr, Wood. If it could be so adjusted, it should be a service 
for expediting business mail. Then you could get the man who 
wanted to use it for that purpose to pay postage somewhat in pro- 
portion to the cost. That would furnish a basis upon which you 
could make a calculation. It would reduce the tonnage, and you 
say the expense increases as the tonnage increases. 
away thousands of pounds of matter that really has no business 
in the air mail. 

Mr. Buchanan. 


JOINT RAIL AND BUS SERVICE 


The Pennsylvania Railroad, as a result of several years’ 
consideration, has adopted plans for the coordination of rail 
and bus passenger service in the territory served by its lines, 
according to T. B. Hamilton, vice-president, western region, 
Chicago. ° 

The coordinated service will be established progressively, 
as need appears. When arrangements are completed under 
this plan, passengers over specified routes may have the option 
of making their journeys partly by rail and partly by bus, using 
sleeping cars at night and busses for all or part of the daylight 
hours. 

This will extend to joint rail and bus travel the same prin- 
ciple which is contemplated in the joint rail and air transcon- 
tinental service to be established by the Pennsylvania Railroad 
and others next spring. 

Other features will eventually include the sale, over certain 
routes of through tickets covering joint rail and bus journeys; 
the operation of busses to perform the functions of local train 
service over selected stretches of main or important rail lines, 
where this is advisable in order to speed up the operation of 
through trains; and the use of busses, where conditions war- 
rant, to take the place of passenger train service on branch lines 
of light traffic. 

In addition, it is intended to utilize bus lines more effec- 
tively than heretofore as feeders for the rail service, and also 
to extend or improve bus transportation service in territory 
not conveniently served by existing railroad facilities. 

As a step preliminary to putting into effect this general 
plan for the coordination of rail and bus service, the Pennsyl- 
vania makes the announcement that it has acquired a substan- 
tion interest in three motor bus companies operating lines 
radiating from Philadelphia and vicinity, and heretofore owned 
in entirety by the Philadelphia Rapid Transit Company. The 
companies are the Peoples Rapid Transit Company, Inc., the 
Montgomery Bus Company and the Philadelphia Suburban Tran- 
sit Company, Inc., operating a total of 116 busses. 

Acquisition of shares in these lines, and establishment of 
working relations with them, follows the incorporation last 
September of the Pennsylvania Railroads’ subsidiary, the Penn- 
sylvania General Transit Company, which has applications for 
certificates of public convenience in various counties of Penn- 
sylvania pending before the state Public Service Commission. 


APPROPRIATION BILL PASSED 


The Traffic World Washington Bureau 


The independent offices appropriation bill carrying appropria- 
tions for the Commission, the Shipping Board, the Board of 
Mediation and other independent offices of the federal estab- 
lishment, as recommended by the House committee on appropri- 
ations, was passed by the House late January 18 and sent to 
the Senate. 

There was no debate with reference to the Commission’s 
or Board of Mediation’s appropriations as recommended by the 
committee, except that Representative Briggs, of Texas, made 
an inquiry as to the status of the litigation involving the 
question of the Commission’s power to make retroactive mail 
pay awards to the railroads. That question is on appeal from 
the Court of Claims in the Supreme Court of the United States. 


They must come to that sooner or later. 
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The proposed appropriation for the Shipping Board, hoy. 
ever, resulted in debate and an unsuccessful attempt by Re 
resentative LaGuardia, of New York, to have adopted an ameng. 
ment providing that no part of the money appropriated by the 
act “shall be used to pay the wages or salary of any alie 
seaman or steward if suitable American citizens are availabj, 
for such employment,” and an amendment providing that yo 
part of the funds appropriated by the act should be used to pay 
dues, fees, expenses, or disbursements for membership in steay. 
ship conferences of which foreign lines were members. 

Representative LaGuardia protested against the Shipping 
Board lines participating in ocean conferences of which foreign 
lines were members. Representative Wood, of Indiana, said that 
while there were objections to participation in the conferences 
“if we are not to take part in them, we will be infinitely wors, 
off than we are now.” 

Speeches in support of the appropriation of $1,500,000 ang 
reappropriation of $400,000 of the unexpended balance of the 
appropriation of $1,000,000 made last year, for putting gover. 
ment ships in the export coal trade, were made by Representa. 
tive Robsion and Representative (Mrs.) Langley, of Kentucky, 
This money, it was asserted, would result in the improvement 
in the conditions of the coal fields. 

Referring to testimony of Fleet Corporation representatives 
before the appropriation committee as to losses on ships in the 
coal trade, Mr. Robsion said: 


_ Six ships have been put into condition or are being recondi- 
tioned. Two of these have already been loaded with American coal 
and have sailed to foreign ports, and we feel that with this addi. 
tional money before June 30, 1930, between 20 and 30 ships may be 
reconditioned and put into service. 

Some have objected to this movement on the ground that the 
government will lose some money on each shipment. This is true, 
During the fiscal year ending June 30, 1928, our merchant marine un. 
der the Shipping Board handled about 8,500,000 tons of farm, factory 
and forest products, and the loss was something like $14,000,000, It 
will be observed that for every ton of products shipped from the farm 
the factory, and the forest we lost on an average about $1.67. ‘ 

The loss on our coal shipments will not amount to that much. 
The statement of the representatives of the Shipping Board about 
the loss on coal is not correct. At the time they made these state- 
ments no coal ship had made a round trip. Each ship that carries 
coal to foreign ports will, whenever possible, return loaded. The first 
coal ship that we sent out has secured a return cargo, and the loss 
on this shipload of coal to the government will be considerably less 
than a dollar per ton. The Shipping Board estimtaed the loss at 
$13,000 on this ship, but they do not take into consideration that this 
ship 7 coming back loaded with 5,000 tons of ore at the rate of 
$2 per ton. 


In the testimony referred to, General Dalton, vice-president 
and general manager of the Fleet Corporation, said: 


I think we should make this statement, that the Merchant Fleet 
Corporation, as the active operating agency for the Shipping Board, 
charged in carrying out this experiment in transportation of coal, 
has stated it is felt that it is an impractical and uneconomical ven- 
ture, particularly in this limited way. The total amount of coal that 
could be exported would be only a fraction of a per cent of the amount 
that would be available for export. It, however, was regarded by 
the Merchant Fleet Corporation, in its report to the Shipping Board, 
as a wise thing to make an honest effort in a practical way to carry 
out the apparent intent of Congress—te experiment with the actual 
transportation of coal. In doing that we have fitted out 6 ships, taken 
from lay-up, that were particularly suitable for the purpose. 


General Dalton said the loss per ton on coal would be about 
$2.25 a ton. He said that that was exclusive of the cost of 
reconditioning the vessels for the coal trade, and that the 
total loss, including reconditioning cost, was about $6 per ton 
of coal shipped. 

The Senate committee on appropriations reported to the 
Senate the independent offices appropriation bill carrying the 
appropriations for the Commission, the Shipping Board and 
the Board of Mediation without making any changes in the items 
relating to those organizations. 


MOTOR BUS LEGISLATION 
Representatives of the Commission, the state commissions, 
steam railroads, electric railways, bus operators and bus mal 
ufacturers met with members of the House committee on inter 
state and foreign commerce this week behind closed doors t0 


discuss proposed motor bus legislation. Commissioner McMat- 
amy and Examiner Leo J. Flynn, who wrote the proposed rt 
port in the Commission’s motor vehicle investigation, repre 
sented the Commission. 

Before the conference, which began January 23 and which 
was resumed January 25, Chairman Parker, of the committee, 
said he thought more progress would be made if only those 
who had participated in the discussions that resulted in the 
drafting of H. R. 15621 and others directly interested wert 
present and a report was not made of the proceedings. 

The discussion at the first conference had to do mainly 
with the question of what consideration should be given by the 
Commission or joint boards to existing transportation facilities 
when passing on an application for a certificate of convenience 
and necessity for bus operation, with the question of rate ree 
ulation, and with the so-called “grandfather’s clause” in H. R. 
15621, providing for issuance of certificates practically as 4 
matter of course to operators who had’ lines established 
November 1, 1928. 
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Current Topics 
in Washington 
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Consolidations and New Roads.—All the benevolent efforts 
of civilized man are intended to preserve the good in things that 
are, or to help the lame, the halt, and the blind over rough 
places in the road—to temper the effect of competitive situations 
nature and man create. Anyone who has followed the wind- 
ings in and out of men who have been trying to consolidate 
railroads, it is believed, has been impressed with the solidity 
of the Commission’s determination to administer the revised 
statute regulating interstate commerce and the facilities thereof 
so as to minimize the effects of competition. In 1887, when 
the act to regulate commerce was passed, and in 1890, when 
the Sherman anti-trust law was written, the public thought was 
that everything possible should be done to preserve competition 
and prevent the formation of organizations tending to limit 
and remove it. In the matter of authorizing new railroads— 
a work running parallel with that of consolidating railroads— 
the Commission, in the case of the application of the Pitts- 
burgh, Lisbon and Western, has gone, in the eyes of many, as 
far as it possibly could, if not farther than it should, to pre- 
serve the good in things that are. It found that the water-and- 
rail route was desirable in the public interest. Instead, however, 
of allowing the men whe spent thousands of dollars in develop- 
ing the idea and bringing it to the point of definite formulation 
to put it into operation, it said it would not permit the building 
of the branches until it was convinced of the impracticability 
of having the trunk lines already serving Youngstown and the 
coal interest that is dissatisfied with their service establish the 
route. Even if the impracticability of having the trunk lines per- 
form the service was shown, it said it would take steps to see 
that the shipper interest that proposed it would not establish the 
route. There have been many doubting Thomases as to the 
wisdom of the legislation enacted in 1920. Their doubts were 
and are based on a belief that no administrative body such as 
the Commission should be intrusted with the enormous power 
that that body received from the Esch-Cummins act coupled 
with the command to prepare a permanent plan for the consolida- 
tion of the railroads into a limited number of systems. All the 
powers granted are so intermingled that, while there is no 
direct connection between the Lisbon application and the con- 
solidation of the railroads, yet, if the Lisbon is to be shut out 
of the Pittsburgh tonnage situation, as proposed, that exclusion 
may be taken as indicating a slant on the part of the com, 
missioners in behalf of the four-party plan for consolidation. 
The Commission, by indicating its opinion that the existing 
railroads should be saved from competition by a water-and-rail 
route not under their control, has suggested to some that it 
thinks the existing trunk lines are able to give all the service 
needed in the industrial districts in which lie the most trouble- 
some parts of the consolidation question in so far as the east 
is concerned. The Commission has asked to be relieved of 
the duty of making a permanent plan for consolidation. If it 
should also ask to be relieved from the duty of passing on 
the necessity of new railroads, many think it would be in a 
strong position. The thought is that the most the Commission 
should be required to do would be to pass on the question of 
whether the applicants for permission to build had made a 
showing that they were able to carry out their plans for financ- 
ing their undertakings—that is, merely to act as a bar to keep 
out Colonel Sellers or plain crooks. The ability of the Lisbon 
and those backing it to carry out their plans is not questioned. 
The Commission’s decision that shippers may not be the 
Owners of railroads, if it can, by indirection enforce 
such a prohibition, some day may become an acute matter. 
At this time, however, the inclination is to inquire if the 
law of 1920 does not provide for too much _ paternalism. 
Railroads wholly financed by watch-menders and _ milliners, 
it has been suggested, would be ideal. On such railroads 
there could never be any question as to favoritism as between 
shippers resulting from stockholdings. But the trouble with 
the ideal is that it costs too much to educate watch-tinkers 
and hat-makers to an appreciation of the value of transportation 
Systems. In the case of shippers, no such expense is required; 
hence, the suggestion that the determination of the Commission 
to place a ban on shippers promoting and building railroads 
May not be the best for the country. That may be so, espe- 
cially in view of the fact that the Commission’s determination 
that shippers may not own railroads rests, in some measure, 
if not wholly, on the obiter in the Supreme Court’s tap line 


decision that, of course, the Commission may or should prevent 
rebating. 





3 Davis Tells Home Folks About Poor Americans.—Labor 
ecretary Davis has written a letter to the Western Mail and 
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South Wales News, a newspaper published in the mining part 
of Wales, where he was born, about the great error Europeans 
make in thinking of Americans as all being rich. Mr. Davis 
tells the folks in his old home that no country can be deemed 
Utopia where 86 per cent of the people are poor as they are 
in the United States. Mr. Davis says that, of course, American 
laborers are better off than manual workers in other countries. 
Their real wages range from two to four times those in Eng- 
land, France, Spain, and Italy, but all Americans are not rich, 
an idea which, he says, may do much harm. Of course, Mr. 
Davis meant poor according to American, not European or 
Asiatic, standards. According to Chinese standards, probably 
not one-tenth of one per cent of Americans are poor. According 
to European standards, the number of poor may not exceed 
20 or 25 per cent, or maybe possibly less than that. 





Are Einstein and Others Great?—If a scientist finds out 
something that the ordinary man cannot see, hear, or feel, is 
he great? If a profound philosopher propounds a theory no 
ordinary man can prove or disprove, is he really a giant? An- 
swers from Einstein and Spengler might help. They have been 
called profound and, therefore, great. Yet they have not done 
a thing that affects the thoughts, habits, or lives of ordinary 
men. But the National Fertilizer Association, on which no one 
has used any superlative adjectives, has made a discovery that 
every farmer will find affects his life. It is that that is not 
necessarily a good fertilizer that assaults the nose. Stated 
otherwise, fertilizer is not necessarily one of the things about 
which the nose knows. In a bulletin sent out this week, the 
association calls attention to what it says is the fact that 
“modern high-analysis fertilizer which has been shown by tests 
made by experiment to produce the most profit for farmers, has 
practically no odor.” Yet it points out that many farmers de- 
pend on their noses to determine whether a fertilizer is good. 
In South Carolina as many as 41 per cent of the farmers inter- 
viewed said they used their sense of smell. In Iowa, Kansas 
and Oklahoma only a small percentage of the farmers, the 
bulletin said, depended on their noses, the percentage being less 
than 2. The association deduces that the man who depends 
on his nose is not getting the best, except by accident, if ever. 
The fact is, the bulletin asserts, that many of the new fertilizer 
materials such as nitrogen taken from the air, resemble sugar 
or salt and have no odor. Now, if Einstein or Spengler had 
found out that probably in the future fertilizers and perfumes 
would be made in the same factories they would have discovered 
something that Jones, Brown and Smith would have understood 
and in accordance with which they could order their lives to 
the end that their days would be full of profit and, therefore, 
of enjoyment, instead of mere wonder and benumbing thoughts 
as to what their ends might be. 





Fun for Meyer and Woodlock.—A sure, and, therefore, un- 
sportsmanlike wager is that Commissioners Meyer and Wood- 
lock had more than an unusual amount of pleasure in disposing 
of No. 17266, National Tinsel Manufacturing Company vs. Chi- 
cago and Northwestern et al. (elsewhere in this issue). They 
considered the testimony taken from six German dictionaries 
in the course of their effort to find out what lahn might be. 
Commissioner Meyer, by inheritance and by his education in 
the University of Berlin, where he had his interest aroused in 
railroads, knows more than an ordinary amount of German. 
Commissioner Woodlock, born in Ireland, by curiosity, has come 
to know German probably better than all the Kelleys in Ger- 
many, where they spell it Kelle, deeming the final vowel un- 
necessary and therefore redundant. Mr. Woodlock dotes on the 
acquisition of new languages. That is one of his amusements, 
in which he indulges with a retired rear admiral as his partner 
in the chase for new words with which to express thoughts. 
They take a polyglot Bible as their text book. Their knowledge 
of languages gives them such a broad foundation on which to 
build that acquiring a new one is not near the task that acqui- 
sition of the first additional language was. Commissioner East- 
man was born in Pennsylvania, a bi-lingual state in many parts 
of it. Even if he never majored in German while going to 
school, early environment should give him an idea of what 
the case was about. He was the other member of the division 
that handled it. But the wonder is that only six dictionaries 
were consulted, going back only to 1885. Whitney’s German- 
English dictionary, 1877, defines lahn as “thin metal plate, plate 
wire, tinsel” and lahn-tresse as gold or silver lace. That would 
buttress the conclusion that lahn and tinsel were frequently 
used synonymously and that when lahn was processed to make 
it glitter it was known to the dictionary makers, at least as, 
tinsel. So many erroneous statements, however, were made in 
the prior report, that a search of six or seven dictionaries was 
fully warranted by a division that desired to get out a report 
that would stand up. 





Correcting a Legislative Typographical Error.—It takes just 
as much work on the part of the United States in Congress 
assembled to substitute the letter “a” for the letter “e” in-a 
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bit of legislation as to declare the existence of a state of war, 
which is the usual form of “declaring war.’ May 17 last the 
Congress amended an act to regulate navigation on the Great 
Lakes and their connecting and tributary waters which had 
been passed February 8, 1895. The much used letter “e” was 
placed in front of one of the paragraphs when the letter “a” 
was intended. The error slipped all the way through the rou- 
tine up to and including signature by President Coolidge and 
solemn deposit of the original act in the archives of the De- 
partment of State. Having been enacted by the United States 
in Congress assembled that erroneous “e” could not be thrown 
out except by the process which put it into the laws made 
and provided. That is being done by means of S. 5095, offered 
by Senator Jones, of Washington, chairman of the committee 
on commerce. That committee has reported the bill to the 
Senate without amendment and with the recommendation that 
it “do pass,” the recommendation being carried in calendar No. 
1500, report No. 1470, 70th Congress, 2d session. This error 
will not, so far as known, cost the United States anything. 
Thirty-odd years ago, the omission or insertion of a comma in 
one of the money bills caused the United States to lose money 
that it was intended should be collected. The courts will cor- 
rect errors in papers where the intent of the maker of the error 
is reasonably certain. But in the case of an error such as in 
comment in The Traffic World January 19, p. 137, about Herbert 
Hoover’s farm a court would be powerless. In that comment 
the 1,313 acres of that farm were spoken of as a little less than 
two sections. The court could not know that in that case 1,313 
was the correct number of acres and that the reference to 
them as being a little less than two sections was the result 
of trying to multiply 640 acres, one section, by two and getting 
1,380 acres instead of 1,280, from which flowed the wrong con- 
clusion that 1,313 acres were less instead of more than two 
sections.—A. E. H. 


CALENDAR AND R. R. STATISTICS 


The Traffic World Washington Burcau 


Revision of the calendar is desirable from a railroad statis- 
tical standpoint, according to testimony given before the House 
committee on foreign affairs by Dr. Max O. Lorenz, director 
of statistics of the Commission, in connection with consideration 
of a resolution (H. J .Res. 334) authorizing participation by 
the United States in an international conference on simplifica- 
tion of the calendar. 

Difficulties now confronted under the calendar in making 
statistical comparisons with respect to revenues of carriers, 
railroad wage statistics and car loading figures were pointed 
to by Dr. Lorenz. Said he: 


As oné who has to work with statistics, I am in favor of 
having the United States participate in an international conference 
for the revision of our present calendar for the reason that what is 
desired from the statistical standpoint is to have a calendar accord- 
ing to which any period one year will have the same number of 
working days, Sundays and holidays, respectively, as occurred in 
the corresponding period in other years. This would eliminate or 
reduce a source of difficulty in statistical comparisons because at 
present one must be on his guard to see whether or not a given per- 
centage of increase is affected by variations in the nature and num- 
ber of the calendar days. Thus, for October, 1928, the reported rail- 
road freight revenues showed an increase of 8.7 per cent over those of 
October, 1927, but when we consider that October, 1927, had five Sun- 
days, and October, 1928, only four, the increase per working day was 
only 4.7 per cent. Again, in our wage statistics, the report for Octo- 
ber, 1928, shows a decrease in aggregate hours, without reference to 
number of working days, of 0.4 per cent as compared with the same 
month in the preceding year, thus giving the impression of practically 
no change in employment, while a substantial decrease of 4.1 per cent 
is shown to have occurred in the hours worked when an adjustment 
is made for the number of Sundays in the two periods. An accurate 
adjustment is not possible in this case because some railway em- 
ployes have to work on Sundays. What is needed is the same assort- 
ment of days in each period. 

The defective character of the present calendar comes to light 
in the weekly carloading statistics published by the American Rail- 
way Association. It issues a report every week, covering seven days 
ending with Saturday, showing the number of cars loaded; and these 
reports are watched with much interest by students of business trends. 
In 1927 there were 53 Saturdays, and hence 53 reports were made. 
To compare these reports with the 52 reports of the preceding year 
required an arbitrary adjustment. In making a diagram comparing 
the weekly carloadings of any year with those of the preceding years, 
an arbitrary adjustment is necessary to make the national holidays 
fall in corresponding weeks. If we wish to compare these carload- 
ing data with other monthly statistics, it becomes necessary to split 
the weeks. In practice, these statistics are summarized, not by calen- 
dar months, but in four and five week periods. It is interesting to 
note that the English railways also use groups of four weeks instead 
of calendar months in some of their statistics. 

It is true that such statistical difficulties resulting from the 
present calendar have been experienced for many years, and it is 
also true that the most of our statistical work is not affected by 
calendar irregularities, and, if necessary, we can continue to get 
along as we have in the past, just as we could perpetually endure 
a slight toothache, but it seems worth while to prevent such con- 
tinual annoyance so far as practicable, even if making the change 
entails some cost. These considerations are merely supplementary to 
others. Every citizen that writes letters or checks, makes appoint- 
ments, or for other reasons has frequently to consult the calendar, 
would be benefited by a saving of mental labor and confusion. 
When an improvement that is relatively small in itself will con- 
stantly benefit millions of people in their daily lives for centuries 
to come, it thereby acquires a very gfeat importance that far out- 
weighs the temporary inconvenience of putting it into effect. There 
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are some disadvantages in every arrangement of the calendar tha: 
has been suggested, but we should have the best calendar attainable 
and for this reason, I think a proposal to have an international] ¢op: 
ference, at which all possible points of view could be brought to. 
gether, is to be heartily supported. 


CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureqy 


Inquiry at the Commission with respect to a report that the 
Commission had decided to prepare a plan for the consolidation 
of the railroads into a limited number of systems as called fo; 
by the consolidation provisions of the interstate commerce act 
and that it would proceed without waiting for enactment of 
additional legislation revealed that, while individual members 
of the Commission held the view that a plan should be prepareg 
the Commission had not receded from its recommendation to 
Congress that additional legislation was necessary and that it 
should be relieved from preparing a plan, and that the Com. 
mission had not ordered a plan to be prepared. 

Following is what the Commission told Congress in its 
annual reports last month on the subject: 


In our report of 1925 we called attention to a letter addresgeq 
to the chairman of the Senate committee on interstate commerce 
dated February 4, 1925, to which was attached a proposed amend. 
ment to section 5 of the interstate commerce act. One of the principal 
things to be accomplished by the proposed amendment was to relieve 
the Commission from its present duty of adopting a complete plan 
of consolidation, which was deemed desirable by a majority of the 
Commission as then constituted. 

These proposed amendments were again called to the attention 
of Congress in our report of 1926. It was stated that the need for 
amendment had been developed in hearings before the appropriate 
committees of both houses of Congress, and that pending action 
thereon, we had deferred adoption and publication of a complete 
plan. In our last report we renewed our suggestion of needed legis- 
lation. We made known that in the meantime the process of unifica- 
tion through acquisition of control by carriers of other carriers under 
paragraph (2) of section 5 was being continued. This process of uni- 
fication has continued during the past year as described elsewhere in 
this report. 


In its formal recommendations the Commission again asked 
that the consolidation provisions be amended to relieve it of the 
duty of preparing a plan. 

Following the retirement of Commissioner Hall, who had 
supervision of the work under the consolidation provisions of 
the act, the subject of consolidation was put on the docket of 
Commissioner Porter. The latter personally holds the opinion 
that work on a plan should go forward and that, in view of the 
matter having been placed on his docket, it is his duty to pro- 
ceed with the preparation of a plan. The transfer of the 
consolidation matter to Commissioner Porter’s docket, which 
was made some time ago, it was learned, was the only action 
that could be said to have been taken by the Commission as a 
whole with reference to the matter. 

Commissioner Porter takes the position that going forward 
with the preparation of a plan will not be in conflict with the 
recommendations made to Congress by the Commission with 
respect to consolidation legislation, and he proposes to prepare 
a plan for submission to the Commission. 


SHORT LINE MEETING 


Members of the American Short Line Railroad Association, 
at a special meeting in Washington, were advised by Senator 
Fess, of Ohio, chairman of the railroad consolidation sub-com- 
mittee of the Senate interstate commerce committee, that there 
was practically no chance for consolidation legislation being 
enacted at the present short session or at the special session 
it is expected will follow the present session of Congress. Milton 
W. Harrison, president of the National Association of Owners 
of Railroad and Public Utility Securities, addressed the mem- 
bers. 

The meeting was called for the consideration of the legis 
lative situation, railway express contracts, the mail pay case and 
other matters in which the association is interested. A com- 
mittee, with D. M. Swobe, president of the McCloud River Rail- 
road, as chairman, was appointed to represent the association at 
the hearing before the Commission on the applications involving 
the taking over of the express business by the Class I railroads. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
January 1-7, inclusive, was 411,320, as compared with 386,132 
cars in the preceding period, according to the car service divi 
sion of the American Railway Association. No shortage Was 
reported. The surplus was made up as follows: 


Box, 170,151; ventilated box, 648; auto and furniture, 28,644; total 
box, 199,443; flat, 11,200; gondola, 81,591; hopper, 77,556; total coal, 159,- 
147; coke, 990; S. D. stock, 23,510; D. D. stock, 2,959; refrigerator, 
12,625; tank, 291; miscellaneous, 1,155. 


Canadian roads reported a surplus of 22,700 cars, made UP 
of 20,500 box, 550 auto and furniture, 750 flat, 650 S. D. stock, 
and 250 refrigerator cars, 
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Decisions of Interstate Commerce Commission 





BARGE LINE DIVISIONS 


A rate prorate basis for dividing rail-barge or rail-barge-rail 
rates between the government barge line, the Baltimore & 
Ohio and the Illinois Central or any other intermediate carrier 
‘has been prescribed but not ordered by the Commission on 
further hearing in No. 11893, United States War Department, 
Inland Waterways, Mississippi-Warrior Service vs. Abilene & 
Ninety days are given the parties to figure out 
what each shall receive out of rates imposed on traffic between 
the Baltimore & Ohio’s stations in central territory, including 
some points on branch lines in Pennsylvania as far east as 
Johnstown and Foxburg and excluding points on its Chicago 
line west of Pine Junction, Ind., on the one hand, and barge 
line ports of Memphis, Tenn., Helena, Ark., Vicksburg, Miss., 
Baton Rouge and New Orleans, La., and Mobile, Ala., on the 
other; also joint rail-barge-rail class and commodity rates be- 
tween the same stations on the Baltimore & Ohio’s lines and 
interior points in Arkansas, Louisiana and Texas. 

The usual point of interchange of the traffic involved is 
St. Louis-East St. Louis but for several weeks in the winter 
unfavorable navigating conditions make it impossible for 
parges to operate north of Cairo, Ill. For that reason the 
barge line sought a basis of divisions of rates to and from 
points on the Baltimore & Ohio in connection with the Illinois 
Central via Odin, Ill., and other junctions. For that reason the 
Illinois Central came into the controversy which, primarily, 
was between the government line and the Baltimore & Ohio. 

In the original report, 77 I. C. C. 317, the Commission indi- 
cated the general principles which should govern the division 
of rates between the railroads and the government line. The 
carriers were left to figure out the divisions for themselves. 
The government line and the Baltimore & Ohio were unable to 
agree. They referred the matter back to the Commission for 
help in the nature of a shortened procedure docket case. 

The report, written by Commissioner Eastman, repeated the 
fofmer major finding that the divisions on the traffic hereinbe- 
fore described were unjust, unreasonable and inequitable. Then 
it found that the just, reasonable and equitable divisions would 
be arrived at by the following method, employing the first 
class rate scale proposed in No. 15879, Eastern Class Rate In- 


vestigation, shown in the appendix but not here reproduced: 

To the all-rail rate corresponding with the rail-barge or rail-barge- 
= rate to be divided, apply a rate prorate, using the following 
actors: 

For the Baltimore & Ohio, the first-class rate under the scale 
a the appendix for the distance covered by its haul, minus 
5 cents. 

For the Illinois Central or any other intermediate carrier in central 
territory, the first-class rate under the scale shown in the appendix 
for the distance covered by its haul, minus 30 cents. 

For the rail haul between the barge line’s ports, the existing 
first-class rate, minus 15 cents when it is an originating or delivering 
carrier and minus 30 cents when it is an intermediate carrier. 

For any delivering or originating rail carrier in the southwest, 
the first-class rate under the southwestern scale for the distance 
covered by its haul, minus 15 cents. 

For any intermediate rail-carrier in the southwest, the first-class 

rate under the southwestern scale for the distance covered by its 
haul minus 30 cents. 
_, The divisions so arrived at for the Baltimore & Ohio and any 
intermediate carrier in central territory shall be their divisions out 
of the rail-barge or rail-barge-rail rate to be divided, and the balance 
of said rates, after deducting such division of the Baltimore & Ohio 
and such division of any intermediate carrier in central territory, 
shall accrue to the barge line and any rail carriers in the Southwest 
participating in the rate. No finding is herein made as to the division 
of this balance between the barge line and any participating south- 
western carrier or carriers, as it is our understanding that that 
question is not here in issue. 


Switching and Drayage Charges 


In our original report we laid down the rule that switching and 
drayage charges incurred in interchange freight between the barge 
line and rail carriers should be borne by the delivering line. At St. 
Louis and East St. Louis a contrary practice is followed in inter- 
changing freight with rail lines east of the Mississippi River. Com- 
Dlainant here asks that defendant be required to observe our rule, 
which is in force at other ports. Defendant objects to a change at 
St. Louis and East St. Louis which would make a difference between 
its arrangement and that of other lines, such as the Illinois Central 
and Wabash, and might influence the routing of freight, thereby de- 
stroying the reciprocity of the rule. The barge line states that its 
arrangements with the other two roads named are temporary and 
be be changed as soon as possible. No reason appears why the 
ne followed at other ports should not be applied at St. Louis and 
ast St. Louis, and it should be applied there uniformly as to all 
east-side rail lines. 


Transit, Terminal Charges, and Absorptions 


- omplainant urges that transit arrangements available in con- 
ties ion with all-rail rates should also be extended to rates par- 
‘ipated in by the barge line. Concerning this subject we said in our 
original report, at page 363: 
ns ith respect to the various transit arrangements extended to 
a a. in connection with all-rail rates but withheld in the case 
should bee ease rates, we are of the opinion that such arrangements 
origin a extended to the latter rates, but that in such cases the 
tensi ating rail line will usually be entitled by reason of such ex- 
Sion, to a concession in divisions, 








No reason appears for modification of the foregoing statement, 
but it should perhaps be added that transit arrangements should be 
accorded under the rates of which divisions are here prescribed under 
the same conditions which govern transit arrangements accorded 
under the corresponding all-rail rates. 

It should also be noted that the divisions here prescribed relate 
to line-haul rates only. Where handling or other similar charges 
are imposed in addition to such rates, they should accrue to the 
carrier performing the service eovered thereby, and where interested 
carriers make absorptions of switching or other terminal charges 
from their divisions of all-rail rates, they should make similar ab- 
sorptions from their divisions of corresponding rail-barge rates. 

In accordance with the practice followed in other reports in these 
proceedings we shall enter no order at this time, but the parties 
will be expected to give effect to our findings within 90 days. 


Commissioner Campbell, concurring, said that, while he 
did not agree with all the majority said, he concurred in the 
conclusions. 


BARGE RAIL ROUTES AND RATES 


In a report written by Commissioner Eastman in No. 19480, 
Inland Waterways Corporation, operating Mississippi-Warrior 
Service, et al. vs. Alabama Great Southern et al., the Commis- 
sion and individual commissioners discuss water transportation 
and the government’s experiment with the barge line at length. 
Commission Woodlock, in a concurring expression of views, 
declares the advantages Congress has decreed shall inure 
to the water lines as being in fact “a subsidy to users of the 
water lines at the cost primarily of the rail carriers.” 

Assuming that it is the desire of Congress “to subsidize 
permanently in these ways the users of water transportation 
service,” he says “there remains the important problem of the 
experimental government owned and operated water-line serv- 
ice conducted by the Inland Waterways Corporation.” He says 
it is of the utmost importance to the public that the progress 
of the experiment should be most continuously scrutinized to the 
end that the degree of success obtained shall be made perfectly 
plain. 

With that end in view, he says, the Commission should be 
in a position to judge “with no small degree of accuracy” 
whether the experimental service is in fact in the way of be- 
coming a true economic service or whether it is not. At pres- 
ent, he says, this information is not available, and that com- 
plete and accurate statistics “of costs, both investment and 
operating,” should be available. 

“At present this information is not available,” says he. 
“The public has a right to know the results of the experiment 
for which its money is being spent.” 

The Commission prescribes, but does not order, in this 
report, through routes, maximum domestic joint differential 
barge-and-rail rates applicable thereover, and reasonable divi- 
sions of such rates on traffic between New Orleans, La., and 
Mobile, Ala., on the one hand, and points on the Southern Rail- 
way system in Georgia, Tennessee, Virginia, and the Carolinas 
on the other, moving over the Warrior River division of the 
Inland Waterways Corporation, via Birmingport, Ala. 

The through routes and joint rates are to apply in instances 
where the barge-and-rail distance is not more than 40 per cent 
greater than the short all-rail distance, but not on sugar stored 
in transit at Birmingport and Holt, Ala., where the barge line 
is constructing facilities at an estimated cost of about $250,000. 
In a dissent, in part, Commissioner McManamy said that when 
the Commission declined to suspend tariffs providing for the 
storage at Birmingport the “barge line thereupon began con- 
struction of its facilities at that point and Holt, Ala., which are 
valued at approximately $250,000 and are said to be of little 
use except for the storage of sugar.” There are exceptions 
and limitations on the through route and joint rate arrange- 
ments other than the 40 per cent circuity limitation set forth 
in this paragraph as shown in the text of the findings herewith 
reproduced. 

Import, export and proportional rates are not covered by the 
prescription because they were not plainly covered by the com- 
plaint. The Commission said that if the complainant desired, 
the case would be reopened for further hearing on such rates. 
It added that there might be no need of that, for it seemed likely 
that the principles it had followed in respect of domestic rates 
would be accepted as equally applicable to import, export and 
proportional rates. 

This complaint was made against the railroads in the South- 
ern Railway system with a view to requiring the establishment 
of through routes and joint rates via Birmingport and Ensley, 
Ala., the latter being the junction point of the short railroad 
owned by the barge line, from New Orleans and Mobile to the 
southeast in substantial conformity with the rules enunciated 
by the Commission in U. S. War Department vs, A. & S., 77 
I, C. C, 317, another barge line case, 
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The Macon Chamber of Commerce, New Orleans Joint Traf- 
fic Bureau, New Orleans Rice Millers’ Association and various 
shippers and receivers of freight at New Orleans intervened 
in behalf of the complaint. The Savannah Sugar Refining Cor- 
poration, the Savannah & Atlantic and other rail carriers and 
steamship lines intervened in opposition. 

The defendants contended there was no public necessity for 
the rates requested by the barge line, pointing out that no ship- 
pers or receivers of freight in the Carolinas or in Virginia asked 
for the rates. Further they pointed out that joint barge-rail 
rates now in effect to and from points on the southern had 
not been used to any great extent, except in connection with 
sugar traffic. The barge line and the intervening shippers at 
New Orleans and other Louisiana points and the Columbus and 
Macon, Ga., Chambers of Commerce gave tonnage statistics to 
show the necessity for the route. 

“It is not requisite, however,’ says the report, “that an 
absolute public necessity for the new through routes be shown. 
Section 15 (3) of the act provides that we ‘may’ establish 
through routes and joint rates between rail or rail and water 
lines and that we ‘shall’ do so whenever we deem them ‘to be 
necessary or desirable in the public interest.’ ” 

In addition to discussing the public interest the Commission 
devoted attention to the circuity of routes, rates and differen- 
tials and divisions in the major parts into which it divided its 
report. In conclusion, it said: 


We find that it is desirable in the public interest that through 
barge-rail routes be established by complainants and defendants via 
Birmingport, Ala., between New Orleans, La., and Mobile, Ala., on 
the one hand, and the points described in the complaint on the lines 
of defendants in Tennessee, Alabama, Georgia, North Carolina, South 
Carolina and Virginia, on the other hand, in all instances where (1) 
the shortest distance over defendants’ lines between the interior point 
and Ensley, Ala., plus the shortest distance by rail between Ensley 
and Mobile or New Orleans, as the case may be, does not exceed by 
more than 40 per cent the shortest distance by rail between the interior 
point and Mobile or New Orleans, as the case may be, and where (2) 
the shortest distance over defendants’ lines between the interior point 
and Ensley does not exceed three-fourths of said shortest distance 
ee the interior point and Mobile or New Orleans, as the case 
may be. 

We further find that it is desirable in the public interest that joint 
rates applicable locally on domestic traffic be established and main- 
tained by complainants and defendants over the barge-rail routes 
described in the preceeding paragraph, and that, subject to the ex- 
ceptions noted below, such rates should not at a maximum exceed 
rates determined in each instance by deducting from the lowest 
corresponding rate, class or commodity, applicable in the same direc- 
tion over a route between the same points in which a defendant par- 
ticipates, 20 per cent of the similar corresponding rate between Ensley 
and Mobile or New Orleans, as the case may be, where the excess 
under (1) in the paragraph above is not more than 20 per cent and 
the fraction under (2) above is not greater than two-thirds, and by 
deducting 10 per cent in all other instances; provided, however, that 
this finding shall not apply where the all-rail rate over the direct 
route from or to the interior point to or from’Mobile or New Orleans, 
as the case may be, involves at intermediate points departures from 
the long-and-short-haul provision of the fourth section of the inter- 
state commerce act, and provided further, that where free storage 
in transit is provided by the Inland Waterways Corporation in con- 
nection with the barge-rail rate, the maximum for the latter on ship- 
ments so stored shall be the lowest corresponding all-rail rate without 
deduction of any differential. 


We further find that, with the exception noted below, just, rea- 
sonable, and equitable divisions, as between complainants and de- 
fendants, of the joint barge-rail rates above found desirable in the 
public interest will be determined on a rate prorate basis, i. e. by 
dividing the rates at Ensley in proportion to two factors, the factor 
determining complainants’ share to be 87.6 per cent of the first-class 
rate between New Orleans and Ensley or 89.7 per cent of the first- 
class rate between Mobile and Ensley, as the case may be, and the 
factor determining defendants’ share to be the first-class rate under 
the Southern Scale for the distance over defendants’ route between 
the interior point and Ensley; provided, however, that in the case of 
barge-rail rates on cotton or cotton linters compressed in transit, 
there shall first be deducted from the rate, before applying the rate 
prorate basis above described, 15 cents for compression service and 
3 cents for transit service, these amounts to accrue to the carriers 
performing those services, and that in no event shall defendants 
receive less, exclusive of the compression charge, out of the joint 
rate than 50 per cent of its amount after deducting the compression 
charge. This was the basis approved on cotton in the L. & N. case 
and 144 I. C. C. 431. 

With respect to terminal charges, such as switching, drayage, 
and the like, complainants propose that the originating or delivering 
carrier shall assume its own terminal disabilities. Defendants make 
no objection to this plan. It was approved in the L. & N. case and 
we likewise approve it here. 

Complainants also ask us to prescribe reasonable per diem rules 
and regulations to cover the detention of equipment at the point of 
interchange. It is understood that the arrangement sought by the 
barge line is in effect with the Southern at Memphis, and with other 
earriers at other points of interchange. It seems probable that no 
difficulty will be experienced in reaching an amicable agreement as 
to this matter, and no finding with respect to it will therefore be 
made at this time. 

Inasmuch as the parties may find it desirable to depart in minor 
respects from the adjustment above prescribed, no order will now be 
entered, but if the parties are unable to reach an agreement with 
respect to the matters in issue within 60 days after the date of 
service of this report, we shall upon request of either party con- 
sider the entry of an order. If need for fourth-section relief arises 
in connection with the rates above prescribed, appropriate applications 
should be filed. 


Commissioner Campbell, concurring, said that while he did 
not agree with all that was said in the majority report, he 


concurred in the conclusions. 
Commissioner McManamy, dissenting from that part deny- 
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ing differential rates to sugar granted free storage, said th, 
majority correctly stated that the barge line differentials we, 
based upon the premises that that service cost less anq Was 
worth less than the rail service. He said the right of the 
barge line to provide free storage in transit of sugar on the 
differential rates was upheld in Sugar Stored in Transit, 14 
I. C. C. 382, decided since the taking of the testimony ip this 
case. The storage of sugar at Birmingport, he said, no doy 
added to the value of the barge line service to shippers, but 
he said he was not convinced that the storage made that servicg 
equal to the all-rail service. The 20 per cent differentia] oy 
sugar from New Orleans to Birmingport, he pointed oy 
amounted to 6.5 cents per 100 pounds. That sum, he said, was 
made the price of according storage at Birmingport, even though 
it was for a few days at a place where the sugar would haye 
to be taken from the barge line for transfer to the rail routes 
even if the sugar was going straight through to final destina. 
tion. Transit charges on commodities such as sugar, he pointeq 
out, seldom exceeded 1.5 to 2.5 cents and often no charge was 
made. Obviously, he said, 6.5 cents was an excessive charg. 
for the service. 

The principle of this decision, he said, would probably apply 
to the free storage now accorded not only at Birmingport, but 
also to similar arrangements which had been in effect for years 
at Vicksburg, Memphis and Cairo on the Mississippi River, 

“It will be a strange result,’ says he, “if the ‘relief’ granted 
the barge line in this case should by reason of the restriction 
on free storage diminish rather than increase its traffic.” 

The concurring expression of view written by Commis. 
sioner Woodlock, in which he calls for continuous scrutiny of 
the barge line operations by means of accurate investment and 
operating statistics, follows: 


It is the declared policy of Congress that inland waterway trans. 
portation, like rail transportation, shall ultimately be left to private 
enterprise. The Inland Waterways Corporation, owned and operated 
by Government, is therefore nothing more than an experiment, the ob- 
ject of which is to demonstrate to private capital that inland water 
transportation is an economic service, i. e., that it can support itself 
on rates sufficiently low to attract the necessary traffic. In its experi- 
mental stage it is being supported by the people’s taxes. It is, how- 
ever, further the declared policy of Congress that water lines shall 
have certain advantages as against the rail carriers, e. g., a differen- 
tial under rail rates, through water-rail routes, and, finally, “maxi- 
mum” joint rates on the level of existing all-rail rates, differential 
considered, regardless of whether the latter are “‘reasonable’’ maxima 
or not. These advantages are in fact a subsidy to users of the water 
lines at the cost, primarily, of the rail carriers. Theoretically, no 
doubt, the latter are protected in their revenues by section lia of 
the act. 

The report in the instant case—as also that in Docket No. 118% 
(to which also this expression applies)—exhibits in clear relief this 
process of subsidization of shippers using the water lines. 

In the first place there is the basic differential in the port-to-port 
rates of 20 per cent. This was fixed during the war, and we have ac- 
cepted it, as the report says, ‘‘as reasonable.’’ Beyond this prescrip- 
tive status I see no other ground upon which judgment may be formed 
as to whether it is reasonable or not. But it is a fact. Next, there is 
the compulsion of rail carriers to join with the water lines in through 
routes and joint rates to virtually all points that those lines may de- 
sire, regardless of ‘‘public convenience and necessity,’’ and the prohibi- 
tions of short hauling. A recent decision by the Supreme Court with 
respect to rail carrier through routes throws some light upon the mag- 
nitude of this concession. Finally there is the prescription of “maxi- 
mum rates” over these water-rail routes on the basis of existing all- 
rail rates, differential considered, whether these existing rail rates are, 
in fact, ‘reasonable maximum rates” or not. (While I am quite unable 
to follow the report in its reasoning in support of this prescription, I 
agree that this prescription is necessary and in clear accord with the 
expressed intent of Congress.) These are substantial handicaps upon 
the rail carrier competitors of the water lines, especially with govern- 
ment money at present backing the-principal water lines. 


Granted that it is the desire of Congress to subsidize permanently 
in these ways the users of water transportation service, there remains 
the important problem of the experimental government owned and 
operated water-line service conducted by the Inland Waterways Cor- 
poration. It is of the utmost importance to the public that the prog- 
ress of this experiment should be most carefully and continuously 
scrutinized to the end that the degree of success obtained shall be 
made perfectly plain. For this complete and accurate statistics of 
costs, both investment and operating, should be made available. We 
should be in a position to judge with no small degree of accuracy 
whether this experimental service is in fact in the way of becoming 4 
true economic service, or whether it is not. At present this informa- 
tion is not available. I can think of no good reason why it should 
not be made available, nor do I imagine that so to make it involves any 
great difficulties. The public has a right to know the results of the 
experiment for which its money is being spent. 


The report in the instant case, and that in Docket No. 11893, 
seem to me to be in the main sound. Having always in mind that 
Congress is definitely opposed to permanent governmental ownership 
and operation of transportation service, either by rail or water, it 
becomes the manifest duty of this Commission in giving effect to the 
special advantages above described which Congress has accorded to 
the water lines, to construe the statutes in as strict accordance 4 
possible with sound economic principles. ‘These reports reflect a0 
earnest, honest and frank attempt so to construe them. Without 
being prepared to say that in all details they are wholly successful 
in this respect, I think they have attained a considerable measure 
of success, and for that reason I concur in them. We must, howevel, 
remember that whatever may be the expressed intent of Congress 
to favor the users of waterline transportation service in a specia 
way, it is equally the expressed intent of Congress that the rail 
carriers shall be maintained in full vigor and in full capacity to 
render adequate transportation. If the users of water transporta- 
tion are to be favored as against the users of rail transportation, the 
users of rail transportation must, in accord with the intent of Con- 
gress, and the terms of the law, bear whatever burden is entailed 
thereby. There is no other place where that burden may lawfully 








january 26, 1929 





imposed. This is something which, under the law, this Commission 
ponte bear in mind in giving effect to the terms of section 1lbda. 


LAHN-TINSEL RATINGS 


Having considered, among other things, the testimony taken 
from six German dictionaries, the Commission, by division 4, 
in No. 17266, National Tinsel Manufacturing Co. vs. Chicago & 
North Western et al. on further hearing, has found that the 
first class rating and rate on tinsel to be applicable to and rea- 
sonable for the transportation of lahn other than plain copper 
jahn. It has further found the third class rating and rate on 
copper wire applicable on plain copper lahn. It has modified 
the prior report in this case, 115 I. C. C. 631, to conform with 
the findings herein set forth. In the prior report, on the record 
made in a shortened procedure case, the Commission found 
that threads or strands of metal used in the manufacture of 
tinsel articles were ratable as tinsel rather than as wire and 
that the tinsel rates were not unreasonable. 

On complainant’s petition the case was reopened for oral 
nearing. That hearing and also an oral argument have been 
held to find out about lahn, imported from Germany, and used 
at the complainant’s plant at Manitowoc, Wis., in the making of 
tinsel articles. 

In the report on further hearing the Commission corrected 
four statements about the manner of making of lahn, as to what 
the basic metal sometimes was, as to value, and finally as to 
the uses of lahn. In the former report it was asserted that 
lahn was of no value except in the making of tinsel articles, but 
in this report it said that certain kinds of lahn were used to a 
considerable extent in the making of flexible electric conductors 
such as telephone cords. 

There is no English equivalent for lahn, hence the resort to 
German dictionaries, five of which defined it as a fine or flat 
wire and also as tinsel. The sixth, published in 1885, defined 
it as a “wire drawn to fine thread.” The Commission said its 
conclusion was that lahn was fine flat wire which, when treated 
to enhance its glitter and make it suitable for the manufacture 
of tinsel articles, was itself tinsel. It directed the carriers to 
refund overcharges in instances where the lahn, not processed, 
was rated as tinsel at first class and the application of the 
mixed shipment rule on shipments where processed and un- 
processed lahn were shipped together. On April 30 last, the 
carriers made specific provision for first class on silver-plated 
copper wire, any quantity, which would cover much of the lahn 
used in making tinsel. 


COILED RODS DESCRIPTION 


In a report written by Chairman Lewis, in I. and S. No. 
3029, chain iron and steel, and bolt, nail, rivet and wire rods 
in official classification territory, the Commission, by division 
5, has prescribed a description of coiled rods, to be made effec- 
tive not later than April 1, which is expected to draw an easily 
distinguished line between rods, iron or steel, and bars, regard- 
less of their cross section. Rods, in this decision, are regarded 
as 100 per cent raw material and bars as finished iron and steel 
articles. The former are to take the billet rates, the latter the 
rates on iron and steel articles, the highest rated of the three 
groups into which iron and steel are divided. , 

This report also covers No. 17804, Standard Nut & Bolt Co. 
vs. New Haven et al., No. 18024, Pawtucket Manufacturing Co. 
vs. Same, a sub-number thereunder, William H. Haskell Manu- 
facturing Co. vs. Same, and No. 20187, Carnegie Steel Co. vs. 
Pennsylvania et al., collelctively known as the Standard cases, 
all except the Carnegie case being on rehearing. The latter 
was on hearing on a prayer for reparation on account of 475 
carload shipments made between June 21, 1923, and April 30, 
1926, from McDonald, O., to Pittsburgh, Carnegie and Economy, 
Pa., of rectangular and hexagonal steel rods upon which rates 
applicable on manufactured iron and steel articles were imposed. 

In essence these cases set up for disposition the question 
of where to draw the line between iron and steel rods and iron 
and steel bars, rods and bars being competitive, to a certain 
extent, as raw material to be used in making nuts and blots. 
A very large use of the rods is for the making of wire. A more 
limited use, according to the Commission’s report, is for the 
making of nuts and bolts. : 

In Standard Nut & Bolt Co. vs. New Haven, 126 I. C. C. 731, 
decided May 10, 1927, the Commission, by division 1, finished 
its discussion by saying that “complainants’ materials when 
shipped in straight length take a higher rate than the identical 
article when shipped in coils, although the cost is the same 
ber pound in each case.” 

_ When that decision was made, the railroads in official ter- 
ritory filed tariffs applying the iron and steel rates on all the 
materials that had been variously called wire rods, coiled wire 
and bars. They were particularly opposed to having rod rates 
applied on rectangular and hexaginal rods lest their revenues 
be depleted by having all sorts of rods and bars shipped as some 
sort of rod. The tariffs were suspended and, in effect, a gen- 
eral investigation undertaken as to what there was, if anything, 
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to distinguish, in a transportation sense, rods, whether coiled 
or straight, from bars, the latter is straight lengths. 

On account of the widespread interest there were joint 
hearings by the federal Commission and the commissions of 
New York, Pennsylvania, Ohio and Indiana. A representative 
of the Illinois commission was also in attendance at the hear- 
ings. 

With a view to avoiding controversy in the future, the 
protestants, which included 135 makers and users of rods and 
bars, presented a description which the carriers were willing 
to accept, except as to hexaginal and rectangular articles, which 
they feared would really be bars and not rods. Their proposed 
description was adopted by the Commission, with permission 
to the carrier to add a line saying that the rates on rods would 
not apply “on any material which is further finished or proc- 
essed beyond that of coiled rods-as described herein.” 

Chairman Lewis recited details of manufacture of the sup- 
posedly competitive articles and found, among other things, 
that only about 60,000 tons of bars per annum came in the same 
sizes as rods; that the rods were coiled in lengths of hundreds 
of feet, while bars were often cut to specified short lengths, 
rolled and finished to within exceptionally small tolerances of 
hundredths and thousandths of inches, while rods were never 
finished by liming or pickling and had much greater tolerances 
as to dimensions. He further found that rods were not used 
without further processing. In disposing of the case, he said: 


Rods are a 100 per cent raw material while bars are used only 
to a very small extent in the manufacture of other iron and steel 
products. The value of the transportation service in connection 
with bars is much greater than in connection with rods because of 
the latter’s relatively unfinished state and high content of imperfect 
material. Bars and rods can be said to be competitive commodities 
only with respect to about one per cent of the total production. 
The line between the various iron and steel products must be drawn 
somewhere or the groupings abandoned. In the light of the more 
complete record now before us it is clear that the straight length 
material received by complainants in the Standard cases was in 
fact bars and that the maintenance of the manufaetured iron and 
steel basis on the bars and of the billet basis on the rods does not 
result in unjust discrimination or undue prejudice as between ship- 
pers or receivers or descriptions of traffic. The assessing of the 
manufactured iron and steel rates on the rectangular and hexagonal 
rods shipped by complainant in No. 20187 was clearly unlawful. Under 
the prior decisions as clarified by the record herein there is no rea- 
sonable ground for dispute as to what material is properly designated 
as a rod and is entitled to the billet rates. Defendants and respond- 
ents should govern themselves accordingly. Respondents’ should 
promptly establish the description proposed by protestants as above 
set forth except that the words “Coiled Rods, in carloads’’ should 
be used in lieu of the words ‘‘Rods: In Coils,’ and the following 
provision should be added to the note: ‘“‘Rates do not apply on any 
material which is further finished or processed beyond that of coiled 
rods as described herein.’’ In the invoices as well as in the shipping 
orders and bills of lading the shippers and receivers should of course 
designate as coiled rods only those-materials which come within the 
tariff description. By these means any possible ground for dispute in 
the future should be avoided. 

In I. and S. docket No. 3029, we find that the proposed schedules 
have not been justified and that the billet basis of rates should 
apply between points in official classification territory on iron and 
steel rods, described in accordance with protestants’ proposal as 
modified herein, which basis and description we find to be just and 
reasonable for the future. In dockets Nos. 17804, 18024 and 18024 
(Sub-No. 1), we find that the rates assailed on the straight length 
material were not and are not unreasonable or otherwise unlawful. 
The findings in the original report, 126 I. C. C. 731, are modified 
accordingly. 

In No. 20187, we find that the manufactured iron and steel rates 
charged on the shipments embraced therein were inapplicable and 
that the applicable rates were the billet rates applying on rods. 
We further find that complainant in No. 20187 made the shipments 
as described and paid and bore the charges thereon, and was dam- 
aged thereby to the extent that the charges paid exceeded those 
that would have accrued at the rates herein found applicable, and 
is entitled to reparation, with interest. Complainant in No. 20187 
should comply with Rule V of the rules of practice. 

An appropriate order will be entered in I. and S. pension docket 
No. 3029. The complaints in Nos. 17804, 18024 and 18624 (Sub-No. 1) 
will be dismissed. 


The new description, which is what the shippers proposed 
except the last sentence, which the Commission put in for the 
benefit of the carriers, follows: 


Iron or steel: Coiled rods, in carloads, carload minimum weight 
56,000 pounds. (See note.) 

Note—Rates apply on unfinished material not further processed 
than rough hot rolled, and not smooth or surface finished, not drawn 
through a die, and not less than No. 8 gauge (.165 inch), and not over 
one and one-quarter (1%) inches at the greatest cross-sectional 
dimension, when shipped in coils, not in straight lengths, that can be 
transported in open cars without damage from exposure to weather. 
Rates do not apply on any material which is further finished or 
processed beyond that of coiled rods as described herein. 


TIN CAN REPARATION 


The Commission, by division 4, in No. 20350, Samels Brothers 
& White Canning Co. vs. Minneapolis & St. Louis et al., has 
found unreasonable the rate of 49 cents charged on tin cans, 
shipped from Chicago, Ill., to Chaska, Minn., about 26 miles 
south of Minneapolis, to the extent it exceeded 41 cents, mini- 
mum 14,000 pounds, subject to rule 34, the rate contempo- 
raneously in effect from Chicago to. competitive canning points 
in Wisconsin. The shipments were made in 1926. At present 
the rate is 30.5 cents. The 49-cent rate was put into effect as 
a result of the finding in Indiana Public Service Commission vs. 
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Santa Fe et al., 88 I. C. C. 709. The railroads, however, did not 
long maintain that rate. Their various efforts at making a new 
adjustment finally resulted, on June 1, 1927, in a rate of 30.5 
cents, on a minimum of 20,000 pounds. 

Commissioner Woodlock dissented because the yardsticks 
used in arriving at the conclusion of the majority, he said, had 
not been shown to have been reasonable maximum rates. The 
rate of 49 cents charged on the shipments resulting from the 
Indiana Public Service Commission decision, he said, had a 
prescriptive status and had to be regarded as reasonable. 


RIO GRANDE VEGETABLE REPARATION 


The Commission, in further consideration in No. 17586, 
Leonard, Crosset & Riley vs. Santa Fe et al., and fourth section 
application Nos. 792, 793, 794 and 795, has affirmed the finding 
in the original report, 128 I. C. C. 225, that the rates on cabbage 
and potatoes, carloads, from the lower Rio Grande VaMey of 
Texas to Cincinnati, O., had been and for the future would be 
unreasonable and unduly prejudicial in so far as it has reference 
to the rates charged on past shipments, and awarded reparation. 
Rates on the commodities involved from and to the points men- 
tioned, the report said, in accordance with the orders in the 
Consolidated Southwestern revision, were in effect, also the 
order denying fourth section relief, effective July 8, 1928. The 
final question was as to the finding of unreasonableness in the 
past, which, as before set forth, was affirmed, with Commissioner 
Taylor noting dissent. 

The case was twice before reopened for consideration in the 
light of the decision in the Consolidated Southwestern case and 
the report modified in 136 I. C. C. 256. That modification has 
been further modified to bring the decision into line with the 
general revision. 


VANADIUM ORE RATES 


The Commission, by division 4, has dismissed No. 20156, 
Vanadium Corporation of America vs. Pennsylvania et al., find- 
ing not unreasonable the rates on vanadium ore, from New York, 
N. Y., and other north Atlantic ports to Bridgeville, Pa. Sixth 
class is imposed on the ore in question. Comparisons were 
made between the class rates on vanadium ore, on the one 
hand, and commodity rates on tin and on chrome and man- 
ganese ore, on the other, to show the unreasonableness of the 
rates on vanadium. The Commission said that neither the rates 
on tin nor those on chrome and manganese ore to the Pittsburgh 
district, in which Bridgeville lies, might be taken as a basis 
for prescribing reasonable rates on vanadium ore, the other ores 
being reported as of much less value and moving in greater 
volume. 


ROSIN SIZE RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates not later than March 15 have 
been made in No. 20140, Luzerne Paper Corporation vs. New 
Haven et al., as to rates on rosin size, carloads, from Water- 
bury, Conn., and New York, N. Y., to Hadley, N. Y. The Com- 
mission, by division 3, found the rates mentioned not unjustly 
discriminatory or unduly prejudicial, but unreasonable to the 
extent they exceeded or might exceed 22 cents from New York 
and 23 cents from Waterbury. 


CEREAL BEVERAGE CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17525, 
Traffic Bureau, Chamber of Commerce (Lynchburg, Va.) vs. 
Manufacturers Railway (St. Louis) et al., finding not unrea- 
sonable in the past the rate on cereal beverages, carloads, from 


St. Louis, Mo., to Lynchburg, Va. The case grew out of the 
fact that by reason of the conflict of classifications along the 
boundary between official and southern classifications, there was 
a rate of 52.5 cents from St. Louis to Lone Jack and Montview, 
two points beyond Lynchburg, over the routes of the Norfolk 
& Western and Southern, while the applicable rate to Lynch- 
burg was 63 cents. The Commission said that the presumption 
of unreasonableness, attaching in a situation of that sort, was 
not conclusive It said that the carriers pointed out many such 
situations in the border territory. The Commission pointed out 
that inasmuch as the rates to Lynchburg and the more distant 
points were under consideration in the Eastern Class Rate In- 
vestigation, no finding for the future was being made in this 
case, but that any unauthorized fourth section departure should 
be promptly removed. It said that inasmuch as no damage was 
shown by reason of any undue prejudice that might have ex- 
isted reparation would be denied. Commissioner Eastman dis- 
sented for reasons similar to those he expressed in Traffic Bu- 
reau vs. BE. &. K. Co., 112 1. C. €. GO. 


GRAIN BACK-HAUL CHARGE 


The Commission, by division 3, in I and S. No. 3156, transit 
arrangements on grain and related articles at Independence, 
Mo., has found justified the proposed charge of 2.5 cents per 
100 pounds on grain and related articles received by the Mis- 
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souri Pacific from connecting lines at St. Joseph, Mo, an 
Atchison and Leavenworth, Kans., moving via Kansas City, Mo. 
Kans. to Independence, Mo., there milled and the products re. 
shipped back through Kansas City to destinations in [oy, 
Minnesota and other states, vacated its order of suspension and 
discontinued the proceeding. , 

At present there is no charge, with one exception, for the 
back-haul and out-of-line service by the Missouri Pacific, eg¢. 
mated to amount to from 2.8 to 6.9 per cent of the through 
direct-line distances. Independence, although not on the Mis. 
souri River, has been treated as a Missouri River point, eXcept 
on traffic going to points on the Chicago Great Western, 0) 
them there has been a back-haul charge of 2.5 cents. The 
tariffs found justified permit a like charge to be made on othe 
out-of-line and back-haul traffic. 


INTRASTATE REPARATION 


In Ex Parte 88, reparation on intrastate traffic (Penngyj. 
vania), the Commission, by division 3, has approved an award 
of reparation by the Public Service Commission of Pennsylvania 
in respect of shipments of coal moving over intrastate routes 
from the Munson and Hawk Run districts of Pennsylvania to 
Lock Haven, Pa., in the so-called guaranty period from March 
1, 1920, to August 31, 1920, inclusive. The award of reparation 
was for $6,172.97 in favor of the New York & Pennsylvania (o, 
and against the New York Central and the Pennsylvania. (Con. 
missioner Taylor noted a dissent. 

The report said the shipments dealt with in the proceeding 
were the same as those that were before the Supreme Cour 
of the United States in New York Central vs. New York & 
Pennsylvania Co., 271 U. S. 124, and that a complete history 
of the rates was set forth in New York & Pennsylvania (Co, ys, 
Director General, 58 I. C. C. 124. In the latter case the Com. 
mission held that the assailed rate of $1.10 was not unreason. 
able or otherwise unlawful as maintained in the period of federal 
control. 

The Commission said its decision that the rate of $1.10 
was not an unreasonable rate up to March 1, 1920, and the 
decision of the Pennsylvania commission that it was unreason- 
able since that date to the extent it exceeded $1 up to August 
25, 1920, and $1.40 thereafter, the latter rate reflecting the 40 
per cent increase under Ex Parte 74, were in direct conflict, 
and added: 


Respondents emphasize this point and argue that to approve the 
award of the Pennsylvania commission would stultify our own deci- 
sion. We do not concede that result. It is well settled that there is 
considerable latitude in the zone of reasonableness. Anadarko Cotton 
Oil Co. vs. A. T. & S. F. Ry Co., 20 I. C. C. 43. And the fact that our 
conclusion was arrived at by refusing to give controlling weight to 
a circumstance regarded as controlling by the Pennsylvania commis- 
sion is not conclusive that either decision is wrong. This is especially 
true where, as here, there is a comparatively slight difference in the 
judgment of the two rate-making bodies. 

The power of approval of awards of this character, vested in us 
by section 208 (a) of the transportation act, 1920, must be deemed to 
have been intended as an additional check upon unwarranted deple- 
tion of carrier revenue by the action of state regulating bodies during 
the period contemplated by section 209 of that act. Inasmuch as an 
award of reparation by state commission has been held tantamount 
to the reduction of a rate within the meaning of section 208 (a), New 
York Central R. R. Co. vs. New York & Penn. Co., ee. our power 
to approve should take the form of an inquiry whether the action 
of the state commission, approval of which is sought, will result in 
an unwarranted reduction of rates. We can see no such result under 
the circumstances of this case and the award of the Pennsylvania 
commission will be approved. 


LIVESTOCK TO BENNING, D. C. 


Rates made in accordance with governing livestock scales 
in official and southern territories, effective not later than March 
20, have beeen ordered in No. 19397, N. Auth Provision Co. Vs. 
Baltimore & Ohio et al. from points in Pennsylvania, Virginia 
and West Virginia to Benning, D. C. The Commission, by div: 
sion 2, has found unreasonable the rates on livestock, from 
points in Virginia on the Southern, the Washington & Old 
Dominion and the Richmond, Fredericksburg & Potomac, and 
from Charleston, W. Va., Berryville, Va., and Hanover and 
Lancaster, Pa., to Benning to the extent they exceed, from 
points in official territory, the scale prescribed in Eastern Live 
stock Case, 36 I. C. C. 675, as inflated and deflated by the 
general rate cases since the time that decision was made. AS 
to points of origin in southern territory the finding is that the 
rates are unreasonable to the extent they exceed the rates that 
would result from the use of the scale prescribed in Livestock 
to, from and between points in southeast, 74 I. C. C. 419. 

The points from which rates are to be made in accordant 
with the southern scale are Marshall, Manassas, Rectortow!, 
Delaplane, Broad Run, Markham, Gainesville, The Plains and 
Warrenton, Va., on the Southern Railway, and Fredericksburé, 
Va., on the Richmond, Fredericksburg & Potomac. 

Rates from Bluemont, Round Hill, Purcellville, Hamiltot, 
Paeonian Springs, Leesburg, Sterling and Herndon, Va., on the 
Washington & Old Dominion, are to be made in accordance with 
the southern scale, plus 3 cents per 100 pounds, the addition 
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to accrue to the Washington & Old Dominion, an electric short 


ates in accordance with the official territory scale are to 
be made from Charleston, W. Va., and Berryville, Va., on the 
Norfolk & Western, and from Lancaster and Hanover, on the 
pennsylvania. All the rates, whether on the official or southern 
scale, are to be made in accordance with the requirements in 
those scales as to single and joint-line hauls, percentage rela- 
tionships and minimum weights. 

The finding of unreasonableness was for the past as well 
as the future and reparation was awarded. 


AUTOMOBILE EXPORT RATES 


The Commission, by division 3, in No. 19984, Auburn Auto- 
mobile Co. VS. Pennsylvania et al., has found not unreasonable 
or unjustly discriminatory but unduly prejudicial the export rates 
on passenger automobiles and chassis, boxed, on carloads, from 
Auburn, Ind., to New Orleans, La., Gulfport, Miss., and Mobile, 
Ala., ordered the removal of the undue prejudice not later than 
April 5 and denied reparation because the record contained no 
proof of damage sufficient to support an award. The report 
found the rates unduly preferred competitors of the complainant, 
a manufacturer of automobiles at Auburn, located at Chicago, 
Ill, Kenosha, La Crosse and Racine, Wis., Dubuque, Ia., Terre 
Haute, Indianapolis, Evansville and Connersville, Ind., St. Louis, 
Mo., Elgin and Peoria, IIll., to the extent that the rates from 
Auburn to the gulf ports mentioned were or might be based on 
higher ratings than were contemporaneously in effect on export 
traffic from the preferred points from which no commodity rates 
were in effect to the gulf ports, and further to the extent that 
they exceeded or might exceed the same percentage of the con- 
temporaneous first class export rates from and to the same points 
as was represented by the relationship which the commodity 
rates from the preferred points to the gulf ports bore or 
might bear to the contemporaneous first class rates from and to 
the same points. 

The case was one of relationship of export rates as between 
those to the gulf ports on the one hand and those to the Atlantic 
ports on the other, the complainant desiring to ship and having 
shipped via the gulf ports. The complaint alleged undue pref- 
erence for the Atlantic ports. The shipments involved were 
made after April 15, 1926. The New Orleans Joint Traffic Bureau 
intervened in behalf of the complainant. The National Automo- 
bile Chamber of Commerce intervened but the Commission said 
it offered no evidence. 

In support of allegations of undue prejudice and unjust dis- 
crimination the report said the complainant contended that it 
should be entitled to the same basis of rates to the gulf port for 
export as generally applied from similarly located points from 
which its competitors were exporting through the same ports and 
as generally applied from the same territory, including Auburn, 
to all Atlantic ports. Central territory lines, generally interested 
in carrying to Atlantic and not to gulf ports, opposed relief of the 
sort desired by the complainant. The Missouri Pacific and IIli- 
nois Central, defendants in the case and interested in traffic to 
the gulf ports, the report said, did not oppose the relief sought. 
They said they had been negotiating with their connections since 
1923 to establish the basis sought. They expressed the belief, 
the report said, that the basis of rates from Auburn and the 
— origin territory involved should be the same to both sets 
of ports. 

The Commission said no sufficient reason appeared for the 
maintenance of a higher basis from Auburn to the gulf ports 
than was in effect from central territory to the gulf ports and to 
the Atlantic ports. The lines opposed to this relief suggested 
that the class rate basis should be established to both sea- 
boards on automobiles. 


LINSEED OIL TO ATLANTA, GA. 


With Chairman Lewis and Commissioners Brainerd, Wood- 
lock, Taylor and Porter dissenting, the Commission, on recon- 
Sideration, in No. 18946, Peaslee-Gaulbert Company of Georgia 
et al. vs. Atlanta & West Point et al., has reversed the finding 
of division 3 in 147 I. C..C. 207, that the rate on linseed oil 
from Minneapolis, Minn., to Atlanta, Ga., was not unreasonable. 
The rate assailed was a combination, composed of a commodity 
rate of 35 cents, minimum tank capacity and 26,000 pounds when 
in barrels, from Minneapolis to the Ohio River, and a fifth class 
rate of 79 cents, minimum tank capacity and 30,000 pounds 
when in barrels, beyond. The report said the present fifth 
class rate from Evansville, Ind., to Atlanta, following the recent 
southern class rate revision, was 68 cents, making the present 
Combination 103 cents. 

The Commission, in the present report, finds that the rate 
of 114 cents was, and that the present rate of 103 cents was 
and is unreasonable to the extent they exceeded or exceed a 
— of 80.5 cents and for the future will be unreasonable to 
extent that it may exceed the rate contemporaneously ap- 
: cable from and to the same points on vegetable oils, in car- 
oads. The finding for the future is without prejudice to the 
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conclusion that may be reached in No. 17000, a comprehensive 
investigation of vegetable oil rates, according to the report. 
The Commission said reparation should be awarded and di- 
rected the filing of reparation statements. The order for the 
future is effective not later than March 20. 

Commissioner Brainerd wrote the following dissenting opin- 
ion, in which Chairman Lewis and Commissioners Woodlock, 
Taylor and Porter concurred: 


I do not agree with the conclusion of the majority that the record 
in this case warrants the Commission in requiring the application of 
the cottonseed oil scale on linseed oil shipped to points in the south- 
eastern territory. In fact the evidence here, in my opinion, leads 
to the contrary conclusion. 

Linseed oil is not a product of the southeast and only one car 
moved from Minneapolis to Atlanta during the two-year period prior 
to the filing of this complaint. The record affirmatively shows that 
the rates to Atlanta are not out of line with rates to other points in 
southeastern territory and that the entire system of rates on cotton- 
seed oil in this territory is held down by water competitive rates 
from Memphis to Ohio River points. This being so, there can be no 
foundation for a parity of rates on linseed and cottonseed oil in 
southeastern territory. 


BUILDING TERRA COTTA 


, In a report written by Commissioner Woodlock, the Com- 
mission, by division 4, in No. 19859, Atlantic Terra Cotta Com- 
pany et al. vs. Atlanta & West Point et al., finds that the 
proportional rates on building terra cotta from Jacksonville, 
Fla., to points in the peninsula of Florida are not shown to be 
unreasonable or unduly prejudicial. It also finds that through 
rates on building terra cotta from Rocky Hill and Perth Am- 
boy, N. J., Tottenville, N. Y., and East Point, Ga., to points in 
Florida, prior to October 11, 1926, were excessive and unrea- 
sonable, that reasonable rates should not have exceeded those 
that became effective on the date mentioned, that the through 
rates assailed in effect subsequent to that date are not shown 
to have been or to be unreasonable, and that reparation should 
be awarded on account of the rates found unreasonable. 

Complainants alleged that the rates from the points of 
origin indicated to points in the peninsula of Florida had been 
and were unreasonable, unduly preferential of shippers of nat- 
ural and artificial stone, and unduly prejudicial to complain- 
ants’ traffic in interstate traffic in violation of sections 1, 3 and 
13 of the interstate commerce act. The report stated that the 
claim for reparation was barred on all shipments delivered or 
tendered for delivery prior to April 14, 1924. 

The Commission , although the disparities between the 
rates on terra cotta and stone were considerable, the differ- 
ences in the nature of the articles, the conditions affecting their 
transportation, and the character of the respective rate bases 
applicable thereto were such as to preclude a finding that the 
present relation of rates was unduly prejudicial in violation of 
sections 3 or 13 of the act. 

“Certain it is,” said the report, “that this record affords 
no basis for definitely relating the rates on terra cotta to those 
on the various descriptions of stone traffic.” 


POLISHED MARBLE TO MIAMI, FLA. 


The Commission, by division 3, has dismissed the complaint 
in No. 20529, Vitrolite Products Company et al. vs. Atlantic 
Coast Line et al., on a finding that a rate of $1.04 on polished 
marble from Knoxville, Tenn., to Miami, Fla., was not unrea- 
sonable. The report said that defendants stated they were 
now engaged in working out a general revision of the rates on 
marble, granite, and other stone from, to and between all 
points in the south. The Commission said the record in the 
instant case was meager. 


POPLAR LOGS TO GOSHEN, IND. 

The Commission, by division 3, has dismissed the com- 
plaint in No. 19558, Goshen Veneer Company vs. Norfolk & 
Western et al., on a finding that rates on poplar logs from 
origins on the Norfolk & Western between Roanoke and Black- 
stone, Va., and between Lynchburg, Va., and Durham, N. C., 
inclusive, to Goshen, Ind., are not unreasonable. 


APPLES MISSOURI TO SOUTH DAKOTA 


A qualified condemnation of proposed increases in the rates 
on apples, from Kansas and Missouri points to destinations in 
Iowa, Minnesota and South Dakota destinations has been pro- 
nounced in I. and S. No. 3180, involving such rates. The Com- 
mission, by division 3, has found not justified the proposed 
increases, from and to the territories of origin and destination 
mentioned, without prejudice, however, to filing of schedules 
in accordance with the criteria set forth in the report. The 
case turned around the increase from St. Joseph, Mo., to Sioux 
Falls, S. D. The carriers claimed that what they were doing 
was proposing to bring the rates to the standard approved in 
Hunt Bros. Fruit Ce. vs. A. & W., 129 I. C. C. 579. They asserted 
that the rates in effect were published in error and that all they 
were proposing was to correct them. 

The Commission said it was of the opinion that the pro- 
posed increased rate of 41.5 cents from St. Joseph to Sioux 
Falls would be unduly prejudicial to dealers located at the latter 
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point and unduly preferential of dealers located at the Twin 
Cities. It pointed out that under the proposed increases, due 
to unrestricted routing beyond certain junctions, fourth section 
violations would take place at intermediate points. Therefore 
it said its condemnatory findings were without prejudice to the 
filing of schedules which would remove the unlawfulness 
mentioned. 


WRAPPING PAPER TO TEXAS 


On further hearing in No. 17752, Dallas Paper Co. vs. Arkan- 
sas & Louisiana Missouri et al., the Commission has dismissed 
the complaint. It affirmed the former finding in 126 I. C. C. 739, 
that the rate charged on wrapping paper from Bastrop, La., 
to Dallas and Wichita Falls, Tex., was not unreasonable. Com- 
missioner Campbell noted a dissent. 


MICHIGAN SERVICE CASE 


On a finding that the semi-weekly train and switching 
service accorded complainant at Johannesburg, Mich., by the 
Michigan Central, is not shoown to b einadequate or unreasonably 
or otherwise in violation of the interstate commerce act, the Com- 
mission, by division 6, has dismissed the complaint in No. 20562, 
Johannesburg Manufacturing Co. vs. Michigan Central. The 
Commission suggested, however, that if semi-weekly service on 
such days as would divide the six working days of the week 
into two equal periods would better serve complainant’s needs, 
such service should be inaugurated. 


C. & 0. FINANCING 


The Commission, by division 4, in Finance No. 7236, bonds 
of Chesapeake & Ohio and Finance No. 7237, stock of Chesa- 
peake & Hocking, has authorized the C. & O. to issue $24,- 
784,000 of refunding and improvement mortgage 4.5 per cent 
gold bonds, series A, in reimbursement of capital expenditures 
not heretofore capitalized, sell them at not less than 92.5 per 
cent of par and accrued interest and use the proceeds to pay 
indebtedness and for capital purposes. 

The Chesapeake & Hocking has been authorized to issue 
$14,737,700 of common stock, consisting of $100 shares, and 
deliver that stock to the C. & O. in payment of an equal amount 
of indebtedness, upon condition that the Chesapeake & Hock- 
ing file with the Commission not less than 10 days before the 
issue of any of the stock an attested amendment to its arti- 
cles of incorporation increasing its authorized capital stock by 
not less than $14,737,700. 

A further condition placed upon the stock and bond issue is 
that except as authorized in the report, neither the stock nor 
the bonds shall be sold, pledged or repledged, or otherwise dis- 
posed of by the applicants, or either of them, unless and until 
so ordered by the Commission. 

The application of the parent company was for authority 
to issue $30,000,000 of bonds. In support of that application 
the company listed its bond obligations falling due in 1930 
and up to 1932 totaling more than $52,000,000 and said that it 
would be required to make substantial expenditures for addi- 
tions and betterments. To meet the obligations it proposed to 
create a refunding and improvement mortgage, dated April 1, 
1928, to cover its railroads and certain other property. 

In the list of expenditures made prior to September 1, 
1928, by the C. & O. were $3,800,000 for the purchase of the 
stock of the Ashland Coal & Iron Railway Company, the par 
value of which was $773,500; $656,043 for the stock of the 
Long Fork Railway Company, the par of which was $500,000; 
$34,698 for the stock of the Millers’.Creek Railroad Company, 
of a par value of $1,700, and $1,347,500 for the purchase of an 
equal amount of the bonds of the Long Fork, without the ap- 
proval of the Commission. The report said that no opportunity 
was afforded it to prescribe conditions limiting the disposition 
of the stock so acquired. Lease of the properties, the Commis- 
sion pointed out, was authorized in its order of December 23, 
1924, which said that nothing contained in it should be con- 
strued to authorize the C. & O. to purchase the railroads of 
those companies. 

The bond issue therefore was curtailed in the Commis- 
sion’s permission by the amount expended for the securities 
of the railroads mentioned. 

The applicant said, in respect of the common stock pro- 
posed to be issued by the Chesapeake & Hocking, that the arti- 
cles of its incorporation would be amended to permit the issu- 
ance of the new stock by bringing the total amount of the stock 
authorized to $15,000,000. 

In Finance No. 5883, securities of Chesapeake & Hocking, 
the Commission, by division 4, has modified its order of No- 
vember 23, 1926, 117 I. C. C. 338, so as to permit the pledge by 
the Chesapeake & Ohio, under its proposed refunding and im- 
provement mortgage of $69,300 of common stock of the Ches- 
apeake & Hocking acquired pursuant to that order on condi- 
tion that the Chesapeake & Ohio shall not dispose of the stock, 
except by this pledge, without the Commission’s authorization. 
The part of the application for authority for the Cheaspeake & 
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Ohio to acquire and pledge additional Chesapeake & Hocking 
stock which is to be issued by the last mentioned company wags 
dismissed as not seeming to be necessary. 


B. & O. CURTIS CREEK EXTENSION 


The Commission, by division 4, in its report in Finance No, 
7246, extension of branch line by Baltimore & Ohio, authorizing 
the applicant to extend its Marley Neck branch (see Tragic 
World, January 19), approved the first step in a plan whereby 
the Baltimore & Ohio will extend all-rail service to a water. 
front area east of Curtis Creek that is now wholly dependent 
upon car float and float bridge service. The extension will cop. 
nect with the Curtis Bay Railroad and extend to Leading Point. 
It will be about two miles long and will cost about $1,530,009, 
The items composing that estimate are: Land, $410,000; grag. 
ing, $90,600; bridge over Curtis Creek, $604,350; other bridges, 
culverts and trestles, $16,531, and overhead crossings, $108,196, 
The work is to be done out of current funds. About one square 
mile of area will be served. It is suitable for industrial develop. 
ment. The Baltimore & Ohio has adopted two locations for 
future extensions of its Marley Neck branch, one five miles and 
the other three miles long, the presently proposed extension 
being the first step. 


— - 


ALABAMA & WESTERN FLORIDA STOCK 


The Commission, by division 4, in Finance No. 6997, stock 
of Alabama & Western Florida, has authorized the applicant to 
issue $159,200 of capital stock, of a par value of $100 a share, 
of which all but $6,000 is to be used in connection with the 
organization and acquisition of the applicant’s railroad, for- 
merly the Birmingham, Columbus & St. Andrews. The road 
extends from Chipley to Greenhead, Ala., a distance of 19.25 
miles. It was sold at judicial sale in 1926 to Alfred E. De 
Mayo, one of the three incorporators of the applicant, who, 
according to the report, was apparently acting as agent for 
G. K. B. Andrews. The bid for the property was $50,000. They 
made an agreement under which the property was reorganized, 
The Commission authorized the operation of the road in a prior 
report in 145 I. C. C., page not given. 

Applicantion was made for authority to issue $500,000 of 
capital stock, of which half was to be used for retiring an issue 
of $250,000 made without the authority of the Commission be- 
cause of advice of counsel that permission was not required; 
to make improvements, additions and betterments, estimated 
to cost $15,800; to repay advances and repair and rehabilitate 
a line extending from Greenhead to Southport, Fla., owned by 
the Sale-Davis Company, a lumber company and operated un- 
der trackage rights and to provide for operating expenses. 

The Commission found that the line was acquired at a cost 
of $129,295, including $72,000 of first mortgage bonds held by 
William S. Vare, who agreed to accept 240 shares of stock in 
exchange for them. Other first mortgage bonds of a face value 
of $265,000, the report said, were acquired from holders not 
named for $30,500, the total amount spent to acquire claims, 
receiver’s obligations, bonds, etc., of a face of $431,895. For 
organization purposes $6,388 was spent. 

The $6,000 of stock not to be paid for the property is to be 
sold at par to provide working capital. The Commission said 
that the question of stock to be issued for improvements and 
betterments would be held open until the company made a de- 
tailed showing on that point. 








WHEELING TERMINAL CASE 


Opposition to the application of the Wheeling & Lake Erie 
in Finance No. 7299 for authority to abandon a portion of its 
line of railroad, including its Ontario street passenger station, 
in Cleveland, O., in connection with its plan to use the facilities 
of the Cleveland Union Terminals Co., as outlined in Finance 
No. 7298, developed January 19 at the hearing before Examiner 
T. F. Sullivan in both finance cases. 

The Pittsburgh & West Virginia, intervener, through C. F. 
Taplin, general counsel, in its intervening petition, set forth that 
it owned 70,000 shares of the preferred and common stock of 
applicant and that, therefore, it was interested in the proposals. 
It said the proposal to abandon the line and station in question 
was not in the interest of the public nor the applicant but was 
prejudicial to the public interest, the applicant and its stock- 
holders, and was unlawful and illegal for a number of reasons, 
one of which was that the proposed action was approved by 
directors who had been and were unlawfully and illegally hold- 
ing office as such by reason of the fact that they were elected 
by the votes of the stock owned by the B. & O., N. Y. C., and 
Nickel Plate. It was also charged that the B. & O., N. Y. C, 
and Nickel Plate, through the proposal, were attempting’ to 
acquire for the terminal company applicant’s Ontario street 
station at a price far less than the fair price or the best price 
obtainable therefor. 

George Durham, vice-president and general manager of the 
Wheeling & Lake Erie, testified in support of the applicant's 
proposals. 
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| __ Proposed Reports in I. C.C. Cases _| 


PROPOSED BANANA ADJUSTMENT 


Attorney-Examiner John T. Money, in No. 14859, Southern 
produce Co. et al. vs. Denison & Pacific Suburban et al., and 
cases joined with it, proposes that the Commission shall find 
unreasonable the rates on bananas and coconuts, in straight 
or mixed carloads, from New Orleans and sub-ports taking the 
same rates and Galveston, Tex., to destinations in Oklahoma 
and Texas. He also proposes that it make a like finding as 
to the rates on bananas and coconuts with lemons and oranges 
from New Orleans to Cuerco, Tex. In each instance he recom- 
mends the prescription of new rates and the awarding of 
reparation. Rates prescribed in Dawson Produce Co. ve. A. & V:, 
101 I. C. C. 196 and 113 I. C. C. 454, and the Consolidated South- 
western Cases, 123 I. C. C. 203, are to be used as guides in 
awarding of reparation and the prescription of rates for the 
future. Those cases were used generally by the shippers in 
making their proposals as to rates for the future. The shippers, 
however, were not in agreement on the issues. Separate hear- 
ings were held on some of them. The records in certain cases 
were stipulated on the record in others but on account of the 
similarity of the cases they were disposed of in one proposed 
report. 

4 Money recommended not only bases for rates for the future 
put made recommendations as to specific amounts of reparation 
to be awarded to various complainants and interveners. He 
also said how reparation statements should be prepared by 
those who had not submitted such data. 


Specifically he said that the Commission should find that 
the rates assailed on bananas and coconuts in straight or mixed 
carloads, minimum 20,000 pounds, and on bananas and coconuts 
in mixed carloads with lemons and-or oranges, minimum 24,000 
pounds, were, are and for the future would be unreasonable as 
follows: 


(1) From New Orleans to the Oklahoma destinations to the ex- 
tent that they exceeded the rates found reasonable or established as 
a result of the decision in the Dawson case, and reparation should 
be — on that basis, the amounts of which are hereinafter 
stated. 

(2) That the rates from New Orleans and Galveston to the Texas 
destinations and from Galveston to Hugo, Okla., are, and for the future 
will be, unreasonable to the extent that they exceed and may exceed 
rates based on Column No. 45 rates as set out in the Southwestern 
Cases applicable between points in southwestern territory, plus the 
Mississippi River crossing arbitraries therein prescribed from New 
Orleans, but not from Galveston, except that to Laredo, Harlingen, 
San Benito and Brownsville the rates are, and for the future will be, 
unreasonable to the extent that they exceed or may exceed such scale 
and arbitraries plus 9 cents, such rates to be calculated on the formula 
for determining distances prescribed in that case. 

(3) That the rates charged on past shipments from New Orleans 
are and have been unreasonable to the extent that they exceed and 
have exceeded (a) To destinations in Texas common point territory 
92.5 cents; (b) To Lubbock and Amarillo, $1.01, to Brownsville, 
Harlingen, Laredo, and San Benito, $1.05 and reparation should be 
awarded on shipments made upon which higher bases of rates have 
been, or will be, collected pending the disposition of this case. 

(4) That the rates charged on past shipments from Galveston were 
and are unreasonable to the extent that they exceed and have ex- 
ceeded Column 50 rates based upon the formula for calculating dis- 
tances prescribed in the Southwestern Cases to Texas common points, 
except that to Laredo, Brownsville, San Benito and Harlingen the 
Column 50 rates should be plussed, 9 cents, and reparation should 
be awarded on shipments made upon which higher bases of rates 
have been or will be collected, pending the disposition of this case. 

The Commission should further find that the rates assailed prior 
to September 25, 1922, were not unreasonable. 


The report also embraces No. 14859, Sub-No. 1, Paris Grocer 
Co. vs. Houston & Texas Central; No. 15783, Moore Grocery Co. 
et al. vs. Texas & Pacific et al; No. 15887, Brown Produce Co. 
et al. vs. Alabama & Vicksburg et al; No. 15887, Sub-No. 1, 
Bartlett Produce Co. et al. vs. Santa Fe et al; No. 16498, 
Harkrider-Kieth-Cooke Co. et al. vs. Galveston, Harrisburg & 
San Antonio et al; No. 17230, Sames, Moore & Co. et al. vs. 
Denison & Pacific Suburban et al; No. 17230, Sub-No. 1, Texas 
Produce Co. vs. Galveston, Harrisburg & San Antonio et al; 
No. 17230, Sub-No. 2, Amis Brothers Co., Inc. vs. Alabama & 
Vicksburg et al; No. 17230, Sub-No. 3, Schenecker Produce Co. 
et al. vs. Beaumont, Sour Lake & Western et al; No. 17628, 
Jacksonville Produce Co. vs. Beaumont, Sour Lake & Western 
et al; No. 18579, J. E. Bryant Co. vs. Fort Worth & Denver 
City et al; No. 18579, Sub-No. 1, A. G. Winn Produce Co. et al 
vs. Texas & Pacific et al; No. 19058, A. J. Thompson Produce 
Co. et al vs. Beaumont, Sour Lake & Western et al; No. 19112, 
Kansas City Produce Co. et al. vs. Galveston, Harrisburg & 
San Antonio et al; No. 19347, Pruitt Commission Co. et al. vs. 
Beaumont, Sour Lake & Western et al; No. 19511, Home Star 
Produce Co. et al. vs. Texas & Pacific et al; No. 19954, Gugen- 
heim-Goldsmith Co. et al. vs. Chicago, Rock Island & Gulf; 
No. 20212, Desel-Boettcher Co. et al. vs. Galveston, Harrisburg 
& San Antonio et al; No. 20212, Sub-No. 1, Alexander Marketing 


Co. et al. vs. Beaumont, Sour Lake & Western et al; No. 21484, 
Draper-Ross Produce Co. vs. Fort Worth & Denver City et al. 


GAS STOVES AND ELBOWS 


Examiner W. J. Harris, in No. 20907, O’Keefe & Merritt 
vs. Rock Island et al., has recommended that the Commission 
find unreasonable the rates charged on gas stoves and stove- 
pipe elbows, in straight or mixed carloads, from Los Angeles, 
Calif., to Oklahoma City, Okla., Kansas City, Mo., Dallas, Tex., 
and Atchison, Kan., to the extent they exceeded $1.63 on a 
minimum of 24,000 pounds and award reparation to that basis, 
the amount of the rate on like commodities westbound. 


SEASONED YELLOW PINE RATES 


In No. 197387, McGinnis-Burdette Lumber Co. vs. Alabama, 
Tennessee & Northern et al., Examiner W. J. Harris said the 
Commission should find that shipments of yellow pine, seasoned, 
from Bogueloosa, Ala., to Ypsilanti, Mich., and from Marion 
Junction, Ala., to West Liberty, Pa., were overcharged by 
reason of weights used in calculating charges higher than those 
which would have resulted from the use of recognized esti- 
mated weights in instances where scale weights could not be 
obtained. The report also covers a sub-number, King Lumber 
Co. vs. Southern et al. In the first mentioned case Harris said 
the Commission should find that the shipment to Ypsilanti was 
overcharged to the extent the weight used, 54,900 pounds, ex- 
ceeded the applicable minimum of 34,000 pounds, and on the 
shipment to West Liberty to the extent the weight used, 91,700 
pounds, exceeded 59,202 pounds. 


PETROLEUM OR GASOLINE 


Examiner W. R. Brennan, in No. 21116, Hartol Products 
Company vs. Central of New Jersey et al., has recommended 
that the Commission find that the rate assailed on petroleum 
or its product gasoline, from Falling Rock, W. Va., to North 
Woburn, Mass., was not and is not unreasonable; that the fail- 
ure of defendants to extend its application via other routes is 
not unreasonable, but that the combination rate on the same 
commodities from Falling Rock to Walnut Hill, Mass., was un- 
reasonable to the extent it exceeded 42 cents, and award 
reparation. 


s 


SCRAP IRON TO E. ST. LOUIS 


Dismissal has been recommended in No. 21111, National 
Iron Company vs. Cape Girardeau Northern et al., by Examiner 
T. Leo Haden, on a finding that the applicable class D rate of 
21 cents charged on three carloads of scrap iron from Perry- 
ville, Mo., to East St. Louis, Ill., was applicable and not unrea- 
sonable, or in violation of the fourth section of the interstate 
commerce act. 


EXPANSION PAVING JOINTS 

An award of reparation of $256.50, with interest, has been 
recommended by Examiner John Davey in No. 21028, E. H. 
Locher vs. Kansas City Southern et al., on a finding that the 
applicable rate on expansion paving joints, carloads, from Tulsa, 
Okla., to Siloam Springs, Ark., was 50.5 cents, as against a 
rate of 51.5 cents charged; that the shipments were over- 
charged, and that the applicable rate was unreasonable to the 
extent it exceeded 23 cents. 


TRANSITED GRAIN CASE 


Examiner Paul Coyle has recommended the dismissal of 
No. 21282, Colorado Milling & Elevator Co. vs. Southern Pacific 
et al., on a finding that the rates charged on many carloads 
of grain from various points in Nebraska, Iowa and northern and 
eastern Colorado, there milled in transit and the grain and 
grain products reshipped to McNeal, Ariz., since January 15, 
1926; were applicable. The question was as to whether the rates 
charged were applicable from the original points of origin to 
McNeal. 


FLAG POLE RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner C. W. Griffin in No. 21183, 
National Mill & Lumber Co. vs. Southern Pacific, as to an any- 
quantity rate of $1.135 on flag poles, loose, imposed on two 
carloads of poles shipped from Sather, Calif., to Reno, Nev., 
in April and May, 1927. Griffin said the rate should be found 
unreasonable to the extent it exceeded a rate of 48 cents per 
100 pounds subject to a minimum of 36,000 pounds. The car- 
riers said that an any-quantity rate was maintained because 
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no one had asked for a carload rate, the movement being small. 
The examiner said that volume of movement was an element 
to be considered in establishing rates, but that an excessive 
rate could not be justified merely because the movements were 
infrequent. The rate charged, the examiner said, yielded a 
ton-mile of 9.5 cents. The rate recommended by him is the 


same as the class B rate on wooden poles, N. O. I. B. N. from 
and to the points in the case of these shipments. 


COMMISSION ORDERS 


No. 21492, Dewey Portland Cement Co. vs. Alton & Eastern 
et al.; No. 21604, Dewey Portland Cement Co. vs. Santa Fe et 
al.; No. 21635,, Dewey Portland Cement Co. vs. Burlington et al., 
and No. 21682, Dewey Portland Cement Co. vs. Milwaukee et al. 
Lehigh Portland Cement Co. permitted to intervene. 

Fourth Section Application 12878, fire clay (ground fire 
brick and water combined) in the southwest. Petition filed by 
Agent Leland, chairman, Southwestern: Freight Bureau, for mod- 
ification of supplemental Fourth Section Order 9348, fire clay 
(ground fire brick dnd water combined) in the southwest, en- 
tered therein, September 17, 1928, denied, sufficient justification 
not having been shown. 

No. 19186, S. Obermeyer & Co. et al. vs. Ann Arbor et al., 
and No. 20700, United States Graphite Co. vs. Baltimore & 
Ohio et al. Complainants’ petition in No. 19186 for reopening 
for further argument solely on question of reparation denied, and 
No. 20700, reopened for further hearing at such time and place 
as the Commission may hereafter direct. 

No. 20256, Transcontinental Oil Co. vs. Santa Fe et al. 
ceeding reopened for reconsideration on record as made. 

No. 21492, Dewey Portland Cement Co. vs. Alton & Eastern 
et al. Missouri Portland Cement Co. permitted to intervene. 

No. 21500, Dewey Portland Cement Co. vs. Ahnapee & West- 
ern et al.; No. 21604, Dewey Portland Cement Co. vs. Santa Fe 
et al.; No. 21635, Dewey Portland Cement Co. vs. Burlington 
et al., and No. 21682, Dewey Portland Cement Co. vs. Milwaukee 
et al. Missouri Portland Cement Co. permitted to intervene. 

No. 17000, part 4-A, rates on refined petroleum products 
from, to and between points in southwest, and No. 21115, Skelly 
Oil Co. vs. Santa Fe et al. Petition of Skelly Oil Co., dated 
December 31, 1928, seeking (1) exclusion of Kansas City and 
St. Louis, Mo., from scope of investigation in No. 17000, part 
4-A, and (2) a separate hearing in No. 21115, denied. 


No. 18407, Louisiana Farm Bureau Federation, Inc., et al. 
vs. Louisiana Ry. & Navigation Co. et al. Proceeding reopened 
for further consideration. 

No. 20726, Jackson Traffic Bureau vs. Alabama Great South- 
ern et al. Complaint dismissed for want of prosecution. 

No. 21768, Heywood-Wakefield Co. vs. Boston & Maine et al. 
American Overocean Corp. permitted to intervene. 

No. 21491, Cayuga Rock Salt Co. et al. vs. Akron, Canton 
& Youngstown et al. New England Paper & Pulp Traffic Asso- 
ciation permitted to intervene. 

Finance No. 7319, application of Detroit, Grand Haven & 
Milwaukee for a certificate of public convenience and necessity 
to operate, under trackage rights, over the lines of railroad 
of the Pennsylvania, Muskegon Ry. & Navigation Co. and To- 
ledo, Saginaw & Muskegon from a point west of Kinney, Kent 
county, Mich., to and including Muskegon, Mich. Pere Mar- 
quette permitted to intervene. 

No. 15806, Lehigh Potland Cement Co. vs. Aberdeen & 
Rockfish et al. Defendant Mississippi Central’s petition for 
modification of Commission’s findings in its report of November 
14, 1927, in this proceeding, 132 I. C. C. 427, and of second sup- 
plemental Fourth Seetion Order 9674, denied. 


No. 18596, Tonawanda Paper Co., Inc., et al. vs. New York 
Central et al. Comaplainant’s petition to set aside Commission’s 
order of December 3, 1928, in this proceeding, denied. 

No. 18256, Aroostook County Chamber of Commerce et al. 
vs. Aberdeen & Rockfish et al. The proceeding reopened for 
reconsideration, on the question of reparation, and in all other 
respects denied. 

No. 14995, Phillips Petroleum Co. vs. Santa Fe et al. De- 
fendants’ motion for reopening or suspension of reparation 
order entered October 23, 1928, denied. 

No. 21136, Jackson Traffic Bureau for Jitney Jungle Co. vs. 
Santa Fe et al. Complaint dismissed for want of prosecution. 

No. 17117, Hudson & Thompson et al. vs. New Iberia & 
Northern et al. Complainants’ petition and supplemental peti- 
tion of complainant Seligman & Marx for an order directing 
payment of reparation, denied. , 

Finance No. 7298, application of Wheeling & Lake Erie for 
certificate to operate a proposed connecting track and passing 
siding of the Cleveland Union Terminal Company in the city of 
Cleveland, O., etc.; and finance No. 7299, application of Wheeling 
& Lake Erie for certificate to abandon a portion of its line of 
railroad, including its Ontario street passenger station in the 
city of Cleveland. Pittsburgh & West Virginia permitted to 
intervene. 

Fourth Section Applilcation 


Pro- 


No. 13518, commodity rates 
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from and to Missouri River cities. The petition filed by Agent 
E. B. Boyd, tor a modification of fourth section order No. 9915 
commodity rates from and to Missouri River cities, entereq Sep. 
tember 14, 1928, in said application, denied, sufficient justificg. 
tion not having been shown. 

No. 21661, Dewey Portland Cement Co. vs. Rock Island et al, 
Missouri Portland Cement Co. and Lehigh Portland Cement 
permitted to intervene. ; 

No. 20169, Detroit Soda Products Co. et al. vs. Aberdeen & 
Rockfish et al., No, 19640, Mathieson Alkali Works vs. Loyjs. 
ville & Nashville et al., and No. 19808, Mathieson Alkali Works 
vs. Norfolk & Western et al. Petition on behalf of Mathiego, 
Alkali Works for further hearing denied. 

No. 20230, Portland Co. vs. New Haven et al. 
petition for rehearing or reargument, denied. 

No. 15230, E. Rauh & Sons Fertilizer Co. vs. Akron, Cantop 
& Youngstown et al. Complainant’s petition for reconsider. 
tion and/or reargument denied. 

No. 11703, in the matter of intrastate rates within state of 
Illinois. Application for rehearing, reargument, and modifica. 
tion of order of Commission herein, filed by Dempsey Fuel (yo, 
et al., denied. 

No. 19747, Morris Gofnick et al. vs. Rock Island. This pro. 
ceeding is reopened for further hearing under shortened py. 
cedure for the sole purpose of determining the transportation 
charges, if any, on the top ice in question. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. De 
fendants’ petition for reconsideration of award of reparation 
denied. 

No. 16200, Oklahoma Traffic Assn. et al. vs. Alabama & 
Vicksburg et al. Defendants’ petition for reconsideration of 
that portion of Commission’s report relating to reparation 
denied. 

No. 21215, Chamber of Commerce of East St. Louis, Ill, 
vs. Santa Fe et al. Washburn, Crosby Co. permitted to in. 
tervene. 


Defendanty 


—_——_—. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. Nos. 7313, 7314, 7315 (1) authorizing 
the Terminal Railroad Association of St. Louis to issue $8,000,000 of 
general-mortgage refunding 4 per cent sinking-fund gold bonds, said 
bonds to be sold at not less than 87 per cent of par and accrued 
interest, and the proceeds used to pay at maturity certain outstanding 
bonds; and (2) authorizing the St. Louis Bridge Company to issue 
$5,000,000 of renewal first-mortgage 7 per cent bonds, and to deliver 
them at par to the Terminal Railroad Association of St. Louis to 
reimburse that company for expenditures made in paying a like 
amount of St. Louis Bridge Co. first-mortgage bonds maturing April 
1, 1929, approved. 

Report and order in F. D. No. 7228, authorizing the Kansas, Okla- 
homa & Gulf Railway Co. to issue $182,000 of first-mortgage gold 
bonds, 5 per cent, series 1978, said bonds to be sold at the best price 
obtainable, but at not less than 94 per cent of par and accrued in- 
terest and the proceeds used to reimburse the applicant for capital 
expenditures heretofore made, and pending their sale, to pledge and 
repledge said bonds as collateral security for short-term loans, terms 
and conditions prescribed, approved. 

Report and certificate in F. D. No. 7286, authorizing the Chicago, 
Burlington & Quincy Railroad Co. to abandon a branch line of rail- 
road in Weston county, Wyo., extending from Newcastle in a north- 
erly direction to Cambria, a distance of 6.87 miles, approved. 

Report and order in F. D. No. 7262, authorizing the acquisition 
by the Manistee & Northeastern Railway Co. of control of the Lee- 
lanau Transit Co. by lease of its properties, approved. 

Report and certificate in F. D. No. 7309, authorizing the Last 
Kentucky Southern Railway Co. to acquire and operate a line of 
railroad extending from Grayson to Webbville, all in Carter and 
Lawrence counties, Ky., extending from Grayson to Webbville, 13.40 
miles, approved. 


FINANCE APPLICATIONS 


Finance No. 7380. Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. asks authority to issue 4 per cent leased line stock certifi- 
cates in exchange for preferred stock of the Wisconsin Central Rail- 
way Co. The applicant says the Wisconsin Central leased all its 
property to it in April, 1909, for 99 years, and the applicant agreed 
to exchange its leased line stock certificates for the shares of pre- 
ferred stock of the Wisconsin Central which aggregated 125,000 shares. 
Such certificates have been issued in exchange for all the preferred 
stock except approximately 164 shares. The authority sought is to 
permit the exchange to be completed. 

Finance No. 73881. Texas & Pacific Railway Co. asks authority 
to acquire control of the Texas Short Line Railway Co. by acquisi- 
tion of $11,000, par value, of stock and $175,000 of first mortgage bonds, 
the stock and bonds being all the outstanding stock and bonds of the 
company, for $175,000 in cash. The line extends from Grand Saline 
to Alba, Tex., and includes about 10 miles of main line and 4.66 
miles of yard, siding and industry tracks, a total of 14.70 miles. 

Finance No. 7382. Wabash Railway Co. asks authority to issue 
$3,375,000 of equipment trust certificates. Applicant proposes to ask 
for bids in the alternative for 4% and 5 per cent certificates and to 
fix the dividend rate after receipt of bids. It says no bid will be 
accepted except subject to approval of the Commission. Proceeds 
will be used in acquiring 2,000 automobile box cars. 

Finance No. 7367. Cleveland, Cincinnati, Chicago & St. Louis 
Railway Co. asks authority to assume obligation and liability as to 
the interest and sinking fund in respect to $8,000,000 of general 
mortgage refunding 4 per cent sinking fund gold bonds of Terminal 
Railroad Association of St. Louis, due January 1, 1953. 

Finance No. 7368. Wabash Railway Co. asks authority to assume 
obligation and liability with respect to the Terminal bonds referred 
to in preceding application. 

Finance No, 7374. Gulf, Beaumont & Kansas City Railway C0. 
asks authority to execute a general mortgage and to issue thereunder 
one registered mortgage gold bond for $1,700,000 at 6 per cent interest 
and to deliver it to the Atchison, Topeka & Santa Fe Railway Co. 
at par in satisfaction of indebtedness. The applicant’s property is 
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by the Gulf, Colorado & Santa Fe, an affiliated company, 
Inich is controlled through stock ownership by the A. T. & S. F. 

‘ Finance No. 7375. Union Passenger Depot Co. of Galveston, Tex., 
sks authority to execute a general mortgage on its property and to 
st thereunder one 6 per cent general mortgage gold bond for 
$850 000 for delivery to the Atchison, Topeka & Santa Fe in satis- 
faction of indebtedness. 2 ; 

Finance No. 7376. Toledo Terminal Railroad Co. asks authority 
to issue and sell $500,000 of 4% per cent first mortgage gold bonds 
to reimburse the treasury. Bonds are to be sold at competitive 
pidding at not less than 92 per cent of par and accrued interest. 

Finance No. 7377. New Orleans Public Belt Railroad asks au- 
thority to extend its line by erecting a bridge over the Mississippi 
River, immediately above the city of New Orleans, together with 
all necessary approaches, railroad, railway and highway connections 
and appurtenances, by constructing additional tracks on the east 
pank of the Mississippi from its present system to the viaduct 
approach of the bridge, a distance of approximately 3.712 miles, and 
by constructing tracks from the end of the viaduct approach of the 
pridge on the west bank of the Mississippi upstream, a distance of 
half a mile. The applicant, operated, owned and controlled by the 
city of New Orleans, says it has been obvious for a long time that 
there must be a railroad bridge across the lower Mississippi and 
that New Orleans is the logical place for such a bridge. 

Finance No. 7384. Joint application of Morris & Essex Railroad 
Co. and Delaware, Lackawanna & Western Railroad Co. for authority 
to the former to issue $15,000,000 of construction mortgage gold bonds 
for delivery to the D. L. & W., as reimbursement for unfunded ad- 
vances for capital expenditures, and for the D. L. & W. to guarantee 


the bonds. 


operated 


PETITIONS FOR REHEARING, ETC. 


No. 19547, Wadhams Oil Co. vs. Santa Fe et al. Defendants 
ask for postponement of effective date of order, reargument, 
and reconsideration by entire Commission. 

No. 16442, Mason City Brick and Tile Co. vs. Santa Fe et 
al. Complainant asks for reconsideration and rehearing. 

No. 19342, Gillican-Chipley Co. et al. vs. Apalachicola North- 
ern et al. Complainants ask for reopening and re-hearing. 

No. 18589 (and Sub. 1), Tomahawk Pulp & Paper Co. vs. 
Canadian National et al. Complainants ask for rehearing 
therein. 

No. 20044, Plunkett-Jarrell Grocer Co. et al. vs. Santa Fe 
et al. Defendants ask for reopening, reconsideration and vaca- 
tion of orders. 

No. 20300, California Fruit & Produce Co. et al. vs. Santa 
Fe et al. Complainants and intervener, San Diego Chamber of 
Commerce, ask for rehearing or modification of order. 

No. 16256, Welch Grape Juice Co. et al. vs. Abilene & 
Southern et al. Complainants ask for rehearing and/or rear- 
gument. 

No. 18979, Cascade Timber Co. vs. Santa Fe et al. De- 
fendants ask for reargument. 

No. 19747, Morris Gofnick et al. vs. Rock'Island et al. De- 
fendants in a second motion, ask for reopening and reconsidera- 
tion on present record, and for reargument. 

No. 18539, Fowler Commission Co. vs. Burlington et al. 
Complainant asks for an order for payment of reparation. 

No. 16613 (sub. 1), Grand Forks Commercial Club vs. Ah- 
napee & Western et al. Greater Grand Forks Traffic Associa- 
tion ask for reopening, for rehearing and reargument. 


EMPTY RETURNED CONTAINERS 


The Traffic World Washington Bureau 


The Commission, in I. and S. No. 3228, has acceded to the 
desire of the carriers to have but one proceeding, in the matter 
of the time of duration, on the question of the proper rating 
on empty returned containers. It has suspended six supple- 
ments filed by Boyd and many other tariffs of a similar char- 
acter proposing cancellation of commodity rates on the re- 
turned containers, from February 1 to September 1. The Boyd 
supplements suspended by the order issued January 23, are: 
Supplement No. 34 to I. C. C. No. A-1824, supplement No. 26 to 
I. C. C. No. A-1831, supplement No. 22 to I. C. C. No. A-1832, 
supplement No. 11 to I. C. C. No. A-1891, supplement No. 8 to 
I. C. C. No. A-1914, supplement No. 9 to I. C. C. No. A-1929. 

It is the desire of carriers in western classification terri- 
tory that the Commission dispose of the question of rates on 
empty returned containers in concurrent proceedings if it is 
not possible to handle the matter in one case. Some parts of 
I. and S. No. 3130, growing out of tariffs filed last June in the 
Southwestern Revision pertain to the rates on such empty re- 
turned containers. E. B. Boyd, the publishing agent, asked 
for the suspension of his own tariffs on that subject, effective 
February 1, of which his I. C. C. A-1891 may be taken as typical. 
Tariffs filed by Boyd and individual carriers propose to cancel 
all rates on returned empty containers that are less than the 
classification rating so that the classification basis will apply. 
Generally where there is a departure from fourth class, which 
is the classification basis, the exceptions to the classification 
provide one-half of fourth class for the service. 

Boyd asked for the suspension of his own tariffs so as to 
have the subject considered concurrently with the considera- 
tion given the subject in I. and S. No. 3130. He asked for the 
concurrent consideration because of the interlocking character 
of the southwestern line tariffs and those of the western trunk 
line tariffs, the latter being his own tariffs. A decision as to 
the southwestern tariffs would not be controlling as to tariffs 
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filed by the western trunk lines, hence the desire for concur- 
rent action so that uniformity may prevail. 

, Shippers asked for the suspension of the Boyd tariffs 
because they disagree with the railroads as to the quantum of 
the rates on empty returned containers. They are not opposed 
to uniformity but they believe that fourth class is too high on 
containers which were used for forwarding revenue freight and 
which will be used again for the same purpose. The Commis- 
sion, in a number of cases, however, has permitted the rail- 
roads to cancel the less than classification basis rates. The 
number of such permissions is great enough to warrant the 
impression that the Commission thinks that all empty re- 
turned container rates should be on the full basis. That, it is 
believed, caused the western trunk line railroads to instruct 
Boyd to file the tariffs which the agent has asked to be sus- 
pended. Requests for suspension, other, than those of Boyd, 
were made by Purity Bakeries Corporation Palmolive-Peet 
Company Iten Biscuit Company, Compressed Gas Manufacturing 
Association Prest-O-Lite Company, Inc., Zion Institutions and 
Industries, Linde Air Products Company and Nash-Finch Com- 
pany. 


SUSPENDED TARIFFS 


In I. and S. No. 3226, the Commission has suspended from 
January 19 until August 19 schedules as published in Louisiana 
Railway & Navigation I. C. C. No. A-1063 and supplement No. 9 
to I. C. C. No. A-1050. The suspended schedules propose to 
reduce the rate on newsprint paper, carloads, from New Orleans, 
La., to Shreveport and Bossier City, La., applicable on import 
and coastwise traffic, from 38.5 to 27 cents per 100 pounds. 

In I. and S. No. 3227, the Commission has suspended from 
January 21 until August 21 schedules as published in supple- 
ment No. 47 to Boston & Maine I. C. C. No. A-2535, and in other 
individual line tariffs. The suspended schedules propose, gen- 
erally, to increase rates on cores, paper winding, returned, in 
less than carloads, from certain Trunk Line and New England 
points to mill points on the Maine Central. The following are 
illustrative: 


Brunswick, Me. Woodland, Me. 


From Pres. Prop. Pres. Prop. 
a. ee rer ee 36.5 42.5 aS si 
BP, DN, 60:6 :6:6050450469 40008550008 28 36 44 52 


BEAN RATING INCREASE 


The Richmond (Va.) Chamber of Commerce through T. C. 
Crouch, its acting traffic manager, has asked the Commission 
to suspend that part of supplement No. 18 to Consolidated 
Freight Classification No. 5, I. C. C. No. 49, effective February 
1, in so far as the proposed ratings carried in items Nos. 6 to 
11, both inclusive, apply to soya and velvet beans and cow 
peas in less than carloads. The petition estimates that the 
items would cause an increase of 80 per cent on commodities 
grown on farms and used to a large extent for feeding stock 
on farms and the fertilization of farm lands. 

At present beans and peas of the sorts mentioned take 
class D any quantity rates. The proposal is to apply the sixth 
class rate prescribed in the Southern Class Rate Investigation, 
100 I. C. C. 518. The class D rating, the protest says, has 
been applied at least since 1904. It says that any increase in 
-the rates, either by reclassification or otherwise, would not be 
in keeping with the spirit of the Hoch-Smith resolution. 


NORTHERN TEXAS PROJECT 


The Trafic World Washington Bureau 


A series of finance applications have been filed with the 
Commission by the St. Louis-San Francisco Railway and other 
carriers for authority to give effect to a general plan to serve 
public interest and necessity by the construction, extension 
and maintenance of additional railroad mileage in the northern 
and northwestern part of Texas, that will afford an additional 
through route between Amarillo and Vernon, Tex., on the one 
hand, and Fort Worth, Tex., on the other, through a territory 
greatly in need of additional railroad mileage, according to the 
applications. 

In Finance No. 7370, the St. Louis, San Francisco & Texas 
Railway Company asks authority to construct 42 miles of line 
between Vernon and Seymour, Tex., and for approval of a 
trackage agreement for operation over the Chicago, Rock Island 
& Gulf from Jacksboro to Fort Worth, Tex. 

In Finance No. 7371, the St. Louis-San Francisco Railway 
asks authority to acquire control, by purchase of capital stock 
for $2,300,000, of the Gulf, Texas & Western Railway Company, 
the line of which extends from Salesville Junction to Seymour, 
Tex., a distance of about 99 miles. 

In Finance No. 7372, the St. Louis, San Francisco & Texas 
asks authority to acquire control of the Gulf, Texas & Western 
by lease. 

In Finance No. 7373, the Gulf, Texas & Western asks au- 
thority to construct a railroad between Seymour and Paducah, 
Tex., about 71 miles long. 

The property of the Gulf, Texas & Western, according to 
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the applications, will form a part of the through route between 
Amarillo and Vernon, and Fort Worth. 

In Finance No. 7378, the Chicago, Rock Island & Gulf Rail- 
way Company asks authority to construct a line from Groom 
to Paducah, Tex., a distance of 97 miles, and to acquire, by 
means of joint trackage agreement with the Gulf, Texas & 
Western, a line of railway from Paducah to Jacksboro, Tex. 
Applicant says the proposed line from Groom to Paducah, to- 
gether with the joint trackage over the present and proposed 
line of the Gulf, Texas & Western from Paducah to Jacksboro, 
and the line thence to Fort Worth and Dallas over applicant’s 
existing railroad between the last mentioned points, will afford 
a line of railway in the Texas Panhandle within which the 
agricultural and commercial development has been very rapid 
in the last ten years. Applicant’s existing route via its line 
from Amarillo, Tex., to El Reno, Okla., and thence to Fort 
Worth via the Chicago, Rock Island & Pacific is 457.6 miles in 
length whereas the proposed new route will make the dis- 
tance from Amarillo to Fort Worth approximately 356 miles, 
according to the application. 


AGRICULTURAL IMPLEMENT RATES 


Hearing in I. and S. 3216, agricultural implements from 
La Porte, Ind., to Texas Gulf ports for export, was held at 
Chicago before Examiner Disque January 24. The tariff under 
suspension proposes to increase the existing carload rate of 
38.5 cents to 45.5 cents. 

The carriers were represented by C. C. P. Rausch, assistant 
freight traffic manager, Missouri Pacific, and Irving L. Artes, 
commerce representative, Central Freight Association. They 
testified that the present rate from La Porte to New Orelans 
and Gulf ports east of there is 45.5 cents, and that the same 
rate applies between La Porte and New York. “It must be 
evident that the 38.5-cent rate has been continued through error,” 
said Mr. Rausch. “There is no reason for a lower rate to the 
Texas Gulf ports than to the Gulf ports east of there,” he 
explained. 

Mr. Artes said it was the position of the C. F. A. lines 
that rates that were reasonable for domestic traffic were not 
unreasonable for export traffic, and, further, called attention 
to the fact that the entire adjustment on import and export 
traffic from central territory was before the Commission in 
fourth section application 2040 et al. He held that, pending 
the final readjustment in that proceeding, the rate from La 
Porte to Texas ports should not be lower than that applicable 
from there to the Gulf ports generally. Earnings a ton-mile, 
under the 38.5-cent rate, amounted to from 5.4 to 7.2 mills, he 
said. On traffic to New York, the earnings amounted to from 
10.6 to 10.8 mills, which, he said, were considered very low 
by the carriers. He made numerous other comparisons be- 
tween rates and earnings in support of his contention of the 
excessively low nature of the 38.5-cent rate. 

The testimony for the protestants was presented by S. A. 
Cash, traffic manager, B. F. Avery and Sons, of Louisville, Ky., 
who explained that his company shipped quantities of agricul- 
tural machinery from La Porte to the east coast of South 
America in competition with other dealers who shipped from 
such points as Chicago, Peoria and Rockford, from which a 
rate of 41.5 cents was applicable through all the Gulf ports. 
The interests represented by him, he said, would be satisfied 
with the same basis. The 41.5-cent rate applied on traffic 
to New Orleans from points in Ohio, Indiana, Michigan, Wis- 
consin and Illinois, according to his exhibits. The present ad- 
justment that required his company to ship via Texas ports 
was unsatisfactory, he said, as the result of inconveniences 
attendant on infrequent sailings from there to the destinations 
he was interested in. 

W. M. Rhett, general foreign agent, Illinois Central, testi- 
fied that all the Gulf ports should be on the same basis, and 
that his line favored a rate of 41.5 cents. The present rate of 
38.5 cents to the Texas ports and the rate of 45.5 cents to the 
other Gulf ports were unjustified, he said. 

Following Mr. Rhett’s statement, Mr. Rausch took the 
stand again to say that his line favored the general application 
of a rate of 41.5 cents from La Porte to the Gulf ports. The 
objection to that came from the C. F. A. carriers, it was 
explained. 


RATES ON SALT 


Hearing in docket 21375, American Salt Corporation and 
others against the A. T. & S. F. and others, was held at Chicago 
before Exxaminer Disque January 22. The complaint attacks 
as unreasonable and discriminatory rates on salt from Kansas 
producing points to destinations in Colorado and Utah. Repara- 
tion is asked. 

The discrimination complained of, according to W. T. Hick- 
erson, who represented the Kansas producers, is a result of the 
inequality of the rate adjustment from Utah producing points 
as compared to that from Kansas points. Illustrative of that 
his exhibits showed that the rate from Kansas to such a point 
as Salida, Colo., for a distance of 494 miles, was 52 cents, as 


against a rate of 29 cents from Utah, for a distance of 545 mile 
He proposed that the so-called 2414 salt scale be prescribeq on 
traffic from Kansas to the territory on and east of the line of 
the C. & S. from the Wyoming line to Denver, thence vig th, 
Santa Fe to Pueblo, the D. & R. G. to Walsenburg and the C.& 
S. to the New Mexico state line. To points west of that line 
he proposed that differentials be applied on the basis Prescribed 
in the 2414 decision to Texas differential territory. He further 
suggested that a proper basis for application from Utah ty 
points west of the dividing line described would be the same 
as that suggested for application from Kansas. Under his pro. 
posals the rate from Kansas to Salida would be 29.5 cents 
and from Utah 34 cents. To Grand Junction, Colo., the presen; 
rate is- 76 cents from Kansas and 29 cents from Utah. Under 
the proposed basis the rate from Kansas would be reduced to 
37 cents and the Utah rate would be unchanged. At such points 
as Colorado Springs and Pueblo the Utah rates would be ip. 
creased from 29 cents to 37 and 36 cents, respectively; the 
Kansas rates would be reduced from 26.5 cents at both points 
to 26 and 25 cents, respectively. He further held that Kangas 
producers were discriminated against as the result of a carload 
minimum weight applicable to shipments from there of 45,009 
pounds, as against a minimum of 30,000 pounds applicable to 
shipments from Utah. He held that that resulted in purchasers 
favoring Utah, as they usually wished to buy as small an amount 
as possible and still get the benefit of the carload rate. 

H. G. Legan, representing the Royal Crystal Salt Company 
of Salt Air Junction, Utah, protested any change in the present 
adjustment. He testified that the Colorado common points and 
intermediate territory constituted the only market of any con. 
sequence available to Utah producers. They were met in every 
direction by producers with more favorable adjustments, he 
said, whereas Kansas has outlets in every direction. A differ. 
ential of 2.5 cents, Utah over Kansas, had been maintained at 
Colorado common points for a great many years, he said. It 
was his position that such an adjustment was a commercial 
necessity. 

According to the testimony of George Williams, freight 
traffic manager, D. & R. G., the necessity to observe the fourth 
section was the cause of all the trouble in connection with the 
adjustment complained of. He explained that the Union Pacific 
was the rate-making line to Denver from Utah, the distance 
via its line being 636 miles, as against 768 miles via the D. & 
R. G. In order to compete with the Union Pacific it was nec. 
essary for his line to maintain a rate of 29 cents at Denver, 
which was blanketed back to Green River, Utah, a distance of 
more than 500 miles, he said. Further, he held, the rates at the 
Colorado common points were properly related, as between the 
two producing territories and, insofar as Utah had a more favor- 
able adjustment to territory intermediate, that was a result of 
the fourth section difficulties presented. He further testified 
as to the difficult operating conditions along the line of the D. & 
R. G. Because of the mountainous nature of the territory, he 
explained, 881 miles of the lines were narrow gauge. AS a 
result of those conditions, he said, the general basis of the rates 
was that of combinations on the junction points. “I don’t think 
anyone could properly contend that the 2414 scale is proper for 
the mountainous territory served by the D. & R. G., to say 
nothing of the narrow gauge lines,” he said. 


CHANGES IN DOCKET 

Further hearing in No. 17212, Parkersburg Rig & Reel Co. 
vs. A. T. & S. F. et al., and No. 18697, Parkersburg Rig & Reel 
Co. vs. A. T. & S. F. Ry. et al. (with respect to issues of rep- 
aration), assigned for January 24, at Washington, D. C., before 
Examiner Taylor, was postponed to a date to be hereafter fixed. 

Argument in No. 20070, Consumers’ Material Corp. vs. A. T. 
& S. F. Ry. et al., assigned for January 22, at Washington, D. C., 
was canceled. 

Hearing in I. and S. No. 3192 (and first supplement), routing 
cotton from S. L.-S. F. Ry. points in Oklahoma to Southeastern 
and Carolina territory, also to eastern cities, and fourth sec- 
tion application 13578, filed by St. L.-S. F. Ry., assigned for 
January 23, at Oklahoma City, Okla., before Examiner Griffin, 
was postponed to a date to be hereafter fixed. 

Hearing in docket 21657, Armour and Company and others 
against the St. L. & S. F., set for January 26, at Chicago, before 
Examiner Disque, was canceled. 


FINAL VALUATION REPORT 


Valuation No. 398, Piney River and Paint Creek Railroad Co. 
opinion No. B-705, 149 I.*C. C. 111-24, final value for rate-making 
purposes of property owned but not used for common-carrier pur- 
poses found to be $265,000, as of June 30, 1916. 


EASTERN LIVE STOCK CASE 
The Commission has postponed the effective date from 
February 1 to March 1 of the order in No. 16746, Independent 
Slaughterers’ Traffic Association et al. vs. Santa Fe et al., and 
cases joined with it, constituting the eastern live stock case. 
The tariffs may be filed on five days’ notice. 
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January 26, 1929 


EXPRESS SUB-BLOCK RATES 


The Traffic World Washington Bureau 


A conference on express sub-block rates was held at the 
Commission on January 22 by representatives of the Commis- 
sion, the Merchants’ Association of New York, National Indus- 
trial Traffic League and the American Railway Express Co. at 
the request of the express company, with a view to having the 
question of such rates disposed of without a hearing, or at most 
a short one, in No. 21811, Merchants’ Association of New York 
et al. vs. American Railway Express Co. et al. The outcome of 
the meeting was a promise by the representatives of the express 
company that they would consult attorneys for the Railway Ex- 
press Agency, Inc., when they came to Washington January 24 
to attend the hearing on the applications of the new corporation 
to do the things it deems necessary to enable it to take over 
and conduct the express business on and after March 1 as to 
whether they should agree to a stipulation of the facts about 
the sub-block rate controversy, thereby making it unnecessary 
to hold a hearing. ; 

A proposal that there should be such a stipulation was made 
py the representatives of the shipper organizations. The 
express representatives at first refused to think about stipula- 
tions. Later, however, they said that in view of the early trans- 
fer of the express business they had better, perhaps, consult the 
attorneys for the successor corporation before making a final 
nswer. 

‘ Representatives of the Commission taking part in the con- 
ference were W. N. Brown, J. F. Keane and C. G. Jensen, the 
three who wrote a report on the subject, addressed to Commis- 
sioner Eastman, to whom shipper representatives had appealed 
for action by the Commission to compel the express company 
to make rates in accordance with their reading of the Commis- 
sion’s formula for the making of such rates. Luther M. Walter, 
Ww. H. Chandler and W. H. Day appeared for the shipper organ- 
izations, and George H. Lee, recently elected vice-president 
of the express company in charge of traffic, vice F. S. Holbrook, 
who resigned on account of ill health; C. A. Frey and J. M. 
Mooers, for the express company. 

The representatives of the express company tried to con- 
vince the Commission and shipper men that the company had 
followed the Commission’s formula, which permitted them to 
depart from the strict rule thereof in the counting of sub-blocks 
so as to avoid “incongruous” results. 

With a view to shortening the hearing, if one became nec- 
essary, Mr. Walter said he would allow the representatives of 
the express company to write the facts to be stipulated because, 
as he said, the shipper representatives felt that there could be 
no dispute about any of the essential facts, and further because, 
in the last analysis, the thing to be decided was as to whether 
the rates made by the express company were in compliance with 
the formula or whether they should be made in accordance with 
the modified formula proposed by the men who had made the 
report to Commissioer Eastman. 


COAL FROM WEST KENTUCKY 


Rates on bituminous coal from mines in the western part 
of Kentucky, known generally as the west Kentucky coal field, 
in their relation to rates from the various coal fields in Illinois, 
Indiana, Pennsylvania, Ohio, West Virginia, Virginia, eastern 
Kentucky and Tennessee, to points in Illinois, Michigan, Wis- 
consin, Minnesota, North Dakota, South Dakota, Nebraska and 
Iowa, are brought in issue in No. 21888, West Kentucky Coal 
Bureau vs. Illinois Central et al. 

The complainant says that the rates attacked are those 
applying on bituminous coal traffic from the west Kentucky coal 
fields to the destinations in the states named above, by way of 
Chicago, Peoria and other gateways north of St. Louis, Mo., and 
East St. Louis, Ill., and to Chicago and other points in Illinois, 
and that these rates are unjust and unreasonable in violation of 
section 1 of the interstate commerce act. 

It is alleged that in selling and shipping coal to the destina- 
tion territory indicated, complainant’s members are in active 
competition with bituminous coal produced in and shipped from 
the various coal fields in Illinois and Indiana, and with 
bituminous coal produced in Pennsylvania, Ohio, West Virginia, 
Virginia, eastern Kentucky and Tennessee, which moves on lake 
cargo rates to Lake Erie ports, thence by vessel to ports in 
Wisconsin, Michigan, Minnesota, and by rail transportation to 
consuming points in the destination territory involved. 

Complainant refers to the Commission’s decisions in Indiana- 
Illinois Coal Cases, 128 I. C. C. 265; Ohio Valley Coal Opertors’ 
Association vs. Illinois Central, 53 I. C. C. 148; Lake Dock Coal 
Cases, 89 I. C. C. 170; and Lake Cargo Coal Rates, 1925, 126 
I. C. C. 309, and discusses their relation to the rates from west 
Kentucky fields. 

It is alleged that under existing rate adjustments, coal from 
the west Kentucky fields has been, to a large extent, excluded 
from the destination territory set forth, and supplanted by coal 
from the preferred Illinois and Indiana fields and coal from 
eastern coal fields in rail-lake-and-rail transportation; that the 
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existing prejudicial rates are preventing the free movement of 
coal traffic from the west Kentucky coal fields to said destina- 
tion; that the production of the west Kentucky mines has been 
thereby decreased and the cost of production increased, thus 
additionally limiting the competitive ability of west Kentucky 
coal, not only in the particular destination market, but in other 
markets as well, and increasing the monopoly of said Indiana 
and Illinois coals and eastern coals in the consuming territory 
involved. 

It is alleged that the unreasonable and prejudicial rates from 
the west Kentucky fields serve to prevent the free movement of 
coal therefrom and that the rate structures complained of are 
contrary to the provisions of the Hoch-Smith resolution as well 
as in violation of sections 1 and 3 of the act. Just, reasonable 
and non-prejudicial rates in conformity with the provisions of 
the Hoch-Smith resolution and interstate commerce act are asked. 


SOUTHWESTERN REVISION 


The Commission has reopened No. 13535, Consolidated 
Southwestern Cases, at times and places to be designated here- 
after on the following questions: 


1. Whether the line of the Texas & Pacific Railway between Big 
Spring and Midland, Tex., and the line of the Wichita Valley Rail- 
way west of Sagerton to Spur, Tex., or either of said lines, shall be 
placed in Texas differential territory, instead of in Texas common- 
point territory as at present, as said territories are defined in the 
aforesaid report of April 5, 1927, and the further report of the com- 
mission made and filed in said proceedings on March 6, 1928. 

2. What are the lawful first-class (column 100) rates which should 
be prescribed and established for application between Kansas City 
— Louis, Mo., on the one hand, and El Paso, Tex., on the other 

and? 

3. What changes, if any, should be prescribed and made in the 
group rates set forth in Appendices 17 and 19 to the aforesaid report 
of April 5, 1927, for application between Kansas City and St. Louis, 
Mo., Memphis, Tenn., Vicksburg, Miss., New Orleans, La., and the 
key points named in said Appendix 17 and situate in the defined 
territories east of the Mississippi River as said territories are defined 
in the aforesaid report of April 5, 1927, on the one hand, and points 
on the aforesaid lines of the Texas & Pacific Railway and Wichita 
Valley Railway, on the other hand, if said lines shall be transferred 
to Texas differential territory as aforesaid? 


The last paragraph of the order of April 5, 1927, has been 
amended to read as follows: 


That the aforesaid orders heretofore entered in said proceedings, 
as amended, be, and they are hereby, vacated and set aside in so 
far as they prescribe rates for application to burnt-out battery plates, 
in carloads, transported from points in Kansas on the Missouri River, 
Nebraska, Iowa, Minnesota, North Dakota, South Dakota, Wisconsin, 
Missouri on and north of the line of the Missouri Pacific Railroad, St. 
Louis to Labadie, and on and north of the line of the Chicago, Rock 
Island & Pacific Railway, Labadie to Kansas City, the upper peninsula 
of Michigan, and states east of the Mississippi River, to points in 
the southwest, in Kansas-Missouri territory, and in Texas and Okla- 
homa differential territories, as said territories are defined in 
the aforesaid report of April 5, 1927, herein. 


In No. 21772, interstate rates between points in Missouri, 
which has been consolidated with No. 13535, the Commission 
has amended its order of December 22, 1928, instituting an in- 
vestigation into rates between points in Missouri, by striking 
therefrom the word “carload” wherever it appears. The amend- 
ment has the effect of making the inquiry cover all rates, both 
carload and less than carload, on the commodities mentioned 
in the original order. 


NEWSPRINT RATE HEARING 


The Trafic World New York Bureau 


At a joint hearing by the Interstate Commerce Commission 
and the Public Service Commission of New York this week 
revision of freight rates for newsprint was under discussion. 
William J. Mathey, T. M., American Newspaper Publishers’ 
Association, testified that the freight rates on newsprint from 
northern New York, New England and the Canadian border 
to New York City were 20 to 30 per cent higher than those 
charged for equivalent hauls from Wisconsin, Canada and Min- 
nesota to Chicago and mid-western points as prescribed by the 
Commission. 

Mr. Mathey also represented the Publishers’ Association of 
New York City, the New York State Publishers’ Association, 
the Pennsylvania Newspaper Publishers’ Association and the 
New England Daily Press Association. 

He quoted figures to show that, while the rate from Niagara 
Falls to New York City, 411 miles, was 26.5 cents a hundred 
pounds, the rate from Minnesota mills to Decatur, IIl., 597 miles, 
was only 26 cents. 

He said that, from the Grand Mere group of shipping points 
in Canada to New York City, 455 miles, the rate was 34 cents, 
while from the Grand Mere group to Pittsburgh, 674 miles, it 
was 30.5 cents. He gave many other similar figures to show 
that shippers to New York were penalized as compared with 
shippers to western points. 

In reply to questions by Parker McCollester, counsel for 
the American Newspaper Publishers’ Association, he gave the 
freight rates which he considered equitable on news print 
shipped to New York City. He said a fair rate from points 
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in the state to New York City would be 80 per cent of 
sixth class; from the Grand Mere group in Canada rates should 
be 5 per cent higher than those applying from points in New 
York state; rates from New England Zone B should be on 
the same basis as those from the Canadian boundary. 

Such an arrangement of freight rates would mean, he said, 
that the rate from Niagara Falls to New York City would be 
21 cents instead of 26.5 cents, and the rate from the Grand Mere 
group to New York City would be 22.5 cents, instead of 34 cents. 

He said newsprint users were entitled to special consid- 
eration as to rates charged by the carriers, because newsprint 
had no value and damage claims were negligible; because it 
provided a steady, year-round volume of traffic; cars bearing 
newsprint were heavily loaded and unloading was rapid. He 
recommended further that shipping groups be rearranged. In 
particular, he said, the shipping group known as the Niagara 
Frontier, with which many Canadian mills are, was too large. 

At the beginning of the hearing Commissioner J. B. Camp- 
bell again urged the railroads to propose definite through rates 
on newsprint, and again Earl C. Calhoun, counsel for the East- 
ern Trunk Lines, declared that the proposal was impossible. 
He asserted that it could not be considered until newspaper 
publishers had withdrawn claims of approximately $1,000,000 
as reparation for what, it is claimed, have been discriminatory 
rates charged within the last two years. Commissioner Camp- 
bell observed that he could see no reason why the fixing of 
rates for the future should depend on claims growing out of 
rates charged in the past. 


GRAIN TRANSIT PRIVILEGES 


Hearing in I. and S. 3203, transit privileges on grain and 
related commodities at points on the C. & A., was held at 
Chicago before Examiner Disque January 21. 

The suspended tariff provides for the cancellation of transit 
at Chicago on grain shipped from Peoria and Pekin, IIl., to the 
east on reshipping rates. The protestants are the Chicago 
Board of Trade and the Turner-Hudnut Company, of Pekin. 

The existing tariff, as explained by B. E. Sanders, assistant 
to freight traffic manager, C. & A., carries a restriction ap- 
plicable to movement over that line to the effect that ship- 
ments taking the proportional rates will not be granted “mill- 
ing in transit privileges,” after leaving Peoria and Pekin, 
when moved via Chicago. The suspended tariff substitutes 
“transit privileges” for “milling in transit.” The object of the 
change, he said, was to place the C. & A. on a parity with the 
other Peoria and Pekin lines, via which the restriction under 
attack has been in effect for a number of years. The request 
for publication of the restriction was made by the C. & A. at 
the insistent demands of the eastern lines, he said. ‘We have 
no reason for expecting the rates to be applied over the C. & 
A., and not over the other lines,’ he explained. 


The actual defense of the proposed change was presented 
by H. H. Bernstein, assistant manager, Central Inspection and 
Weighing Bureau. He said the wording for which the pro- 
posed change was to be substituted was in the first instance 
an error, and that the suspended tariff had been filed merely 
to correct the wording of the item, in conformity with the 
practice of the other lines and the original intention. For the 
Commission to fail to allow the restriction, he said, would 
create undue discrimination and perpetuate a transportation 
extravagance. There was no transportation reason for transit 
at Chicago, after transit had been given at Peoria or Pekin, 
he insisted. According to him, such a transit would be purely 
for commercial reasons, and would not be justified under the 
reshipping rate, which did not contemplate a second transit. 
He explained that in 1907 an adjustment had been made break- 
ing all grain rates over Chicago on a movement to the east. 
That was largely at the insistence of the trade, according to 
him, and the effect of allowing transit at Chicago under the 
reshipping rates from Peoria would be to break down that 
adjustment. 

Testimony was presented for the protestants by J. S. 
Brown, director of the transportation department of the Chicago 
Board of Trade; S. H. Benson, of the Board of Trade; and 
George B. Hornish, secretary, Turner-Hudnut Company. 

According to Mr. Brown, the 1907 adjustment had nothing 
to do with the reshipping rates from Peoria. The latter did 
not go into effect until 1911, he said, and were at present ap- 
plicable via East St. Louis, Milwaukee, and other points, with 
transit. That the continuance of the present adjustment via 
the C. & A., with transit at Chicago, would not break down the 
general adjustment, according to him, was demonstrated by the 
fact that it had not done so in the past. 

Mr. Benson explained that the grain in which the protest- 
ants were interested originated in the Illinois River valley, 
and that there was no way for the Chicago market to get it 
except under the rate which the carriers proposed to change. 
It moved to Peoria on a local rate, he explained, and, when re- 
shipped to New York, took a rate of 32 cents. In the event 
the proposed change were allowed, according to him, a propor- 
tional rate of 6% cents would apply between Peoria and Chi- 
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cago, and a rate of 30 cents, Chicago to New York, incr ing 
the through rate via Chicago 4% cents. He held that it Wag 
the general practice throughout the country to allow transit on 
the through rate at points on the route of travel. Furthermore. 
he said, transit was frequently granted at points not direct]y 
on the route. Under the existing tariff, he said, there wag », 
question of the applicability of transit under the 32 cent rate 
at any market points east of Peoria, other than Chicago, such 
as Toledo or Buffalo. He said his organization had been tryi 
to get an adjustment permitting transit at Chicago on the mr 
shipping rates out of Peoria and Pekin via the other roads for 
a long period. It was explained that the general adjustmey 
from Illinois country points into the markets involved the yg 
of so-called specifics, the rate from Peoria to New York 
that basis being 30% cents as against a 30 cent rate fron 
Chicago. The Illinois River district was not a part of thy 


general adjustment, it was pointed out. 


GRAIN INSPECTION FREE TIME 


The fact that so large a proportion of the Cars of grajy 
shipped into the Chicago district are released in the free time 
provided under the present demurrage rules conclusively prove 
that the rules are reasonable, according to I. S. Stevens, map. 
ager of the western demurrage and storage bureau, testifying 
January 18 at the hearing in docket 21529, Board of Trade of 
the City of Chicago against the A. T. & S. F. and others, heli 
before Examiner Disque (see Traffic World, January 19, page 
180). Contrary to expectations, the hearing ended January 14 
Prior to the introduction of the carrier testimony, representa. 
tives of other markets, such as Minneapolis, Duluth, St. Louis 
and Kansas City, stated that they would introduce ym 
testimony, and that they were not opposed to the change 
sought by the Chicago Board of Trade. Their presence, pre 
sumably, was occasioned by the fact that the complaint of the 
Chicago organization included charges of discrimination ani 
undue prejudice with respect to the rules applicable at Chicago, 
as compared to those in effect at other markets. No testimony 
to establish those charges was introduced by the complainant 
witnesses. 

According to figures introduced by Mr. Stevens, demurrage 
accrued on 5.28 per cent of the cars of grain inspected at Chi. 
cago in June, July and August, 1928. Figures covering a similar 
period at other markets showed higher percentages there, as 
well as a higher average demurrage charge per car inspected. 

The primary purpose of demurrage, reconsignment and allied 
rules is to promote efficient use of equipment, to insure com 
pensation for its use and to secure uniformity in the practices 
throughout the country, said F. C. Maegly, assistant general 
freight agent, Santa Fe. It was the position of the carrier rep 
resentatives that the inevitable result of granting the changes 
asked would be an increase in the time a certain per cent of 
the cars were idle. It was testified that, prior to the estab 
lishment of the present rules, congestion in the Chicago yards 
was materially greater than at present. Present conditions were 
said to be satisfactory, and in view of that no change was thought 
desirable. 

With reference to the proposal to move the “cut-off” time 
up from 11 o’clock in the morning to 9:30 a. m., and the hour 
terminating the period of free time from 6 p. m. to 4:30 p.m, 
figures were presented to show that only a little more than 8 
per cent of the cars handled daily were released by the rr 
ceivers between 4:30 and 6 in the evening. The effect of the 
proposed change would be materially to increase the numbe 
of cars which arrived and were inspected on one day, but would 
not be subject to demurrage until the following evening, it 
was held. A series of operating witnesses detailed the physical 
handling of the cars prior to final disposition, outlined the 
expense involved and other matters. Under the law, one inspec 
tion was required, it was said, but any further inspection Wa 
at the option of the grain trade. The purport of that part of 
the carrier testimony was that the railroads were required t 
carry a considerable burden in providing for the extra service 
entailed by the single inspection, and that if another inspection 
was called for, the trade should pay for it. The average de 
murrage accrual per car on all traffic in the district was said 
to be a little more than 3 per cent higher than on the grail 
traffic alone. Mr. Stevens testified that he knew of no other 
market where the rules allowed free time for a second inspée 
tion, regardless of whether the grade was changed as the result 
of the second inspection. The effect of such a rule, he sald, 
would be to give the person who wished, for one reason 
another, to hold a car an extra day, an opportunity to defeat 
the payment of demurrage by calling for an additional inspectiol, 
with no other object than defeating the demurrage. 


Other witnesses who testified were as follows: F. A. Pol 
tious, in charge of demurrage, C. & N. W.; G. B. Schrand, supe 
intendent, freight transportation, C. & N. W.; J. P. Falk, 
minal superintendent, C. B. & Q.; C. L. Whiting, terminal sup 
intendent, C. M. St. P. & P.; C. E. Taylor, terminal superintent 
ent, A. T. & S. F., and R. W. Watts, trainmaster, Illinois Central 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


taken from Reporters and Digests of National Reporter 
a. published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 






CARRIAGE OF LIVE STOCK 


(Supreme Court of Mississippi, Division A.) Where shipper 
had no agent at destination when shipment of mules arrived, 
carrier Was relieved of any duty to notify shipper or his agent 
of arrival of shipment.—Columbus & G. Ry. Co. vs. Owens, 118 
Sou. Rep. 900. ' : 

Under Consolidated Freight Classification No. 4, Southern 
Classification No. 47, E. H. Dulaney, agent, I. C. C. No. 19, certi- 
fied to by the Interstate Commerce Commission, delivering car- 
rier’s employes held agents of shipper and not of carrier when 
unloading and caring for mules until arrival of shipper’s agent, 
where shipper had no agent at destination when shipment ar- 
ived.—Ibid. 
om Consolidated Freight Classification No. 4, Southern 
Classification No. 47, E. H. Dulaney, agent, I. C. C. No. 19, certi- 
fied to by Interstate Commerce Commission, carrier held not 
liable for injuries received by mules after unloading by deliver- 
ing carrier’s employes as shipper’s agent, where mules were 
placed in yard near railroad stock pen, which was not large 
enough for shipment, and deaths of some of mules were caused 
by eating food from an old rusted iron tank.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928. by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supeme Court of New Jersey.) Revocation of consent to 
operate autobusses through town by resolution of town council, 
without notice, hearing and approval of board of public utility 
commissioners, held unlawful under P. L. 1926, p. 221.—Hudson 
County Bus Owners’ Association vs. Board of Public Utility 
Commissioners, 143 Atl. Rep. 755. 

Under P. L. 1911, p. 384, sec. 24, Board of Public Utility 
Commissioners had jurisdiction to make order approving ap- 
plication for permit to operate autobusses between certain towns 
in state.—Ibid. 


(Court of Appeals of New York.) Where poultry shipped 
under straight bill of lading, in which consignor was named 
as consignee, was, on direction of consignor while poultry was 
in transit, delivered to commission merchant, without disclosing 
to carrier that commission merchant was not owner, and latter 
accepted delivery and paid freight charges exacted, held, that 
commission merchant was liable to pay balance of freight 
charges, which carrier, through mistake, failed to collect, since 
under the facts commission merchant became “consignee.”— 
Erie R. Co. vs. H. Rosenstein, Inc., 164 N. E. Rep. 37. 

(Supreme Court of Oregon.) An agent may contract as to 
Property of his principal in manner which will create a per- 
sonal liability upon his part.—Southern Pacific Co. vs. Oregon 
Growers’ Co-Op. Association, 272 Pac. Rep. 281. 

Where owner of pears signed bills of lading as shipper and 
named itself therein as both consignor and consignee, shipper, 
in delivering pears for shipment, was not acting as agent of 
purchaser, but as owner, and hence cannot escape liability for 
unpaid freight charges.—Ibid. 

Where owner of goods signed bills of lading as shipper and 
named itself as both consignor and consignee, and it was ar- 
ranged that bills of lading should be taken and to each bill a 
draft attached with receipted invoice and that draft should be 
forwarded to bank for payment, held that title to goods did not 
pass until drafts were paid and did not pass on delivery of goods 
ae aaa as respects liability for unpaid freight charges.— 


Lien of carrier on shipment for freight charges is right 
conferred exclusively on carrier and for carrier’s benefit and 
not for protection of shipper, and delivery without collection 
of Such charges does not relieve shipper in any case where he 
is liable—Ibid. 

Question of liability of shipper for freight charges for inter- 
state shipment of goods being federal question, Supreme Court 
is bound by rulings of federal courts thereon.—Ibid. 

ere owner shipping goods not only signed bills of lading 
a8 shipper, but designated itself as both consignor and con- 
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signee, thus becoming obliged to pay transportation charges, 
and also expressly contracted with carrier that owner or con- 
signee would pay freight and all other lawful charges, held that 
action of delivering carrier in waiving its lien by surrender 
of shipments to purchaser without collecting charges and in 
failing to carry out directions to surrender shipment only upon 
payment of all charges did not estop or preclude initial carrier 
from enforcing payment of freight charges.—Ibid. 

Generally consignor with whom contract of shipment is 
made is primarily liable for freight charges, whether he is 
owner of goods or not, since consignor or shipper is one who 
makes bailment of goods carried and as bailor is liable for 
carrying charges.—Ibid. 

Shipper of goods entering into bond guaranteeing prepay- 
— of transportation charges cannot deny its liability therefor. 
—Ibid. 

Under bond executed ‘by shipper guaranteeing payment of 
transportation charges and requiring obligee to give notice of 
default to surety within 90 days after default by principal, 
notice to surety, given within 90 days after demand on shipper, 
was timely, as there could be no default by shipper until de- 
— was made on it and it either refused or failed to pay.— 
Ibid. 

In absence of prayer for interest in complaint, court will 
not allow interest on sum awarded plaintiff.—Ibid. 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
— by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





(Supreme Court of Oregon.) Under charter party requiring 
shipowner to receive lumber and piling when delivered along- 
side of ship, and to pack, care for, and stow it at such owner’s 
expense, failure to load ship, within lay days, in consequence 
of shipowner’s refusal to pay for overtime work by stevedores, 
was not a default of freighter delivering required quantity of 
lumber and piling daily.—Darling-Singer Lumber Co. vs. Oriental 
Nav. Co., 272 Pac. Rep. 275. 

Evidence of port custom that overtime work of stevedores 
in loading vessel should be at freighter’s expense held inad- 
missible in freighter’s action for demurrage charges paid under 
charter party stipulating that work of lading and stowing should 
be at expense of ship.—Ibid. 

In stating account between parties to freighter’s action 
against shipowner for demurrage charges paid, demurrage for one 
day’s delay, occasioned by plaintiff’s failure to have stipulated 
amount of lumber alongside ship for few hours, and defendant’s 
stevedores having to saw off some piling which was longer than 
charter specifications, should be. subtracted from amount re- 
covered.—Ibid. 

Shipowner’s conduct in demanding payment of demurrage 
charges for delay in loading ship, after lumber worth $90,000 
was aboard and ship afloat for trip to South America, consti- 
tuted such duress as to justify freighter in bringing action for 
charges paid under protest to save greater loss at other end of 
voyage.—Ibid. 


PIEDMONT & NORTHERN CASE 


The Commission has received a copy of the opinion of the 
federal court for the western district of South Carolina in 
Piedmont & Northern vs. United States and Interstate Com- 
merce Commission dismissing the petition of the railroad for 
an injunction forbidding the enforcement of the Commission's 
decision in Finance No. 6208, proposed construction of lines 
by Piedmont & Northern, 138 I. C. C. 363. In that decision the 
Commission denied the carrier’s application for authority to 
build two extensions of its lines to connect the North and South 
Carolina segments of its railroad and extend the whole, from 
Winston-Salem and Charlotte, N. C. 


The railroad attacked the order of the Commission on the 
ground that it was an electric interurban, not subject to the 
Commission’s jurisdiction. It raised the question of jurisdic- 
tion in the case before the Commission. The latter determined 
that the Piedmont & Northern, in its essential character, was 
the same as a general transportation railroad and subject there- 
fore to the jurisdiction of the federal body. 

The opinion of the court, in substance, is that the Piedmont 
& Northern is such a railroad notwithstanding that in the be- 
ginning of its career it was of the character intended to be 
exempted from the jurisdiction of the Commission. 

Circuit Judges Waddill and Northcott and District Judge 
Soper, constituting the court, considered only the issues of 
law. The first was whether the extensions could be said to 
have been undertaken prior to the effective date of that part 
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of the interstate commerce act giving the Commission juris- 
diction over the extensions of existing railroads or the con- 
struction of new ones. The second was whether the Piedmont 
& Northern was an electrical interurban railroad -within the 
meaning of the excluding clause. 

In respect of the first question, the court said that while 
the extensions might be said to have been conceived and the 
conception never abandoned by the promoters, that was not 
enough to constitute an undertaking within the meaning of the 
law excluding undertakings in existence at the time of the act’s 
passage from control of the Commission. 

With regard to the second question, the court held that 
while a small part of the carrier‘s business, such as its passen- 
ger and local freight, was of distinctively interurban character, 
nevertheless its characteristics and the larger part of its busi- 
ness was of the steam railroad sort and could not be classed 
as an interurban, but should be classed as a steam road. Any 
other construction, the court said, would tend materially to 
defeat the remedial purposes of the act. 

“Bven if in the beginning,” said Judge Soper, who wrote the 
opinion, “it was merely an interurban railroad, its essential 
character has so greatly changed and its operations and inter- 
ests have become so similar to those of a general steam carrier 
that it is now well able to commit the mischiefs of uncontrolled 
expansion, which the act was designed to prevent.” 

Unofficially the Commission understands that the Piedmont 
& Northern will take the case to the Supreme Court of the 
United States. 


SUPREME COURT ACTION 


In No. 160, Virginian Railway Co. vs. Kirk, a personal injury 
case from the Supreme Court of Appeals of West Virginia, the 
Supreme Court of the United States, January 21, found that the 
writ of certiorari heretofore issued was improvidently granted 
and dismissed it. 

In No. 519, Western & Atlantic Railroad vs. Mrs. Mary 
Henderson; a personal injury case, from the Supreme Court of 
Georgia, the court granted a petition for rehearing and restored 
the case to the docket as one in which probable jurisdiction had 
been shown. 

In No. 225, Atlantic Coast Line vs. Marcella Driggers, ad- 
ministratrix, a personal injury case from the Supreme Court of 
South Carolina, the court restored the case to the docket for 
reargument Monday, April 8, after the cases assigned for 
that day. 

In No. 594, Cecil Lundquist, petitioner, vs. Chicago, Rock 
Island & Pacific, a personal injury case, the court denied a 
petition for a writ of certiorari to the Supreme Court of Iowa. 


VESSEL COLLISION CASE 


In an opinion by Justice Holmes, the Supreme Court of the 
United States, January 21, in No. 21, United States vs. Common- 
wealth and Dominion Line, Ltd., reversed the Circuit Court of 
Appeals for the Second Circuit, holding that the Dominion Line 
could not recover interest on damages obtained for damage done 
to the steamship Port Phillip by the steam collier Proteus, 
owned by the United States. Only the question of interest on 
the award was in issue. 


DAMAGED CARGO LIABILITY 


An English decision regarding liability of shipowner’s dam- 
aged cargo is reviewed in the following report made public by 
the Department of Commerce: 


The British House of Lords, sitting as a judicial tribunal, on 
November 16, 1928, handed down a decision interpreting the section 
of the carriage of goods by sea act, which provides that neither the 
carrier nor the one. shall be liable or responsible for loss or dam- 
age arising or resulting from acts, neglect or default of the master 
or servants of the the carrier in the management of the ship. The 
decision brought out the distinction between “management of the 
ship” and ‘management of the cargo,’’ and indicated that the latter 
was not to be included in the former. 

The schedule to the carriage of goods by sea act of 1924, in article 
4, rule 2, contains the following  seigeceage ‘“‘Neither the carrier nor 
the ship shall be responsible for loss or damage arising or resulting 
from: (a) Act, neglect, or default of the master, mariner, pilot, or 
the servants of the carrier in the navigation or in the management 
of the ship: * * *” 

During a discharge of cargo in a heavy rain, and while repairs 
to the ship were being made following collision, fresh water got into 
the hold and damaged a consignment of tin plates. The lower court 
held that there was carelessness in handling the tarpaulins which 
were supposed to feotest the cargo, that in consequence the rain got 
in and damaged e plates, and that the shipowners were not pro- 
tested by the foregoing provision of the act. 

The shipowners appealed and the Court of Appeal reversed the 
sptamnens of the lower court. Upon appeal of this decision to the 

ouse of Lords, however, the appeal was allowed, and the plaintiffs 
were allowed to recover damages. The Lord Chancellor, in giving 
judgment, held that the shipowners had not proved that the damage 
was occasioned through the negligence of their servants, but, even 
assuming it was due to the negligence of the crew, it was not 
negligence in the “management of the ship,” and therefore article 4, 
rule 2, afforded the shipowners no protection. 


You may either write er wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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FLORIDA LOG RATES 


The Commission has been advised that the federal] co 
for the northern district of Georgia, composed of Circuit Judg 
Walker and District Judges Dawkins and Sibley, have dismisge4 
the bills in No. 514, State of Florida vs. United States and 
Interstate Commerce Commission; No. 512, Wilson Lumber q 
vs. Same, and No. 511, Brooks-Scanlon Corp., Wilson Cyprogy 
Co. and Cummer Cypress Co. vs. Same, in which an injunctio, 
was prayed to prevent the enforcement of the Commission, 
order establishing rates on‘saw logs from Florida to Georgia 
and within Florida ordered in Georgia Public Service Commi, 
sion vs. Atlantic Coast Line, 146 I. C .C. 717. In that cage the 
federal body required the establishment of interstate rates fron 
northern Florida to destinations in Georgia and new intrastat, 
rates within Florida, without territorial limitation. 

In all but one aspect the cases seemed to be about th 
same as other cases in which a state and interested shippey, 
attacked the validity of a federal commission’s order invading 
the domain of the state to order new intrastate rates on th 
renee Sat the federal body had not kept within the law whe 
it acted. 

The exceptional aspect was an allegation made by the 
state of Florida and the Wilson Lumber Company that the Scope 
of the interstate commerce act authorizing the federal cop. 
Florida was too great because there was no testimony in the 
record showing conditions in any part of the state other than 
that north of the line of the Atlantic Coast Line southwegt. 
wardly from Jacksonville to High Springs, which was the part 
of the state covered by the order directing the establishing 
interstate rates. They also contended that the rates within 
Florida were not “made or imposed by authority of any state” 
and could therefore not come within the terms of section 13 () 
of the interstate commerce act authorizing the federal Com. 
mission to remove them. 

The court overruled the last stated contention and cop 
strued the order made by the Commission as not requiring ney 
log rates in southern Florida, as to conditions as to which ther 
was no specific testimony, although some of the declarations 
of witnesses, the court said, were in general terms and, but 
for the limitation in respect of interstate rates, could be taken 
as covering the whole state. 

In respect of the first point the court said the log rate 
as originally proposed by the Atlantic Coast Line for application 
within Florida were required to be materially modified by the 
Florida commission; and that, independently of that fact, their 
status as lawful rates depended upon their allowance by the 
Florida commission. ° 


“It was established as a rate,” said the court in the opinion 
written by Judge Sibley, who referred to the rates in thé sip 
gular, “in accordance with and under the laws of Florida, and 
was for this reason alone a rate made, though not imposed, by 
authority of that state.” 

As to the scope of the Commission’s order establishing new 
log rates in Florida, the exceptional aspect before mentioned, 
the court said: 


A more troublesome question is that raised by the state of Florida 
and Wilson Lumber Co. (paragraph 18e of the one bill and pam- 
graphs 7 and 10 of the other) that the evidence, and the findings 
of. the Commission, related only to north Florida, while the order 
complained of fixed intrastate rates for the whole of Florida, and 
was unjustified according to the ruling in Wisconsin R. R. Com 
mission vs. C. B. & Q. R. R., 257 U. S. 563, and Illinois Central R BR 
Co., vs. Public Utilities Comm. of Ill., 245 U. S. 493. From a cursory 
search of the record it appears to be true that the evidence, though 
often broadly phrased, really related to the logs in north Florida, 
a territory described by the Commission in its order establishing 
new interstate rates as north of and including Jacksonville, Gaines 
ville, Burnett’s Lake and High Springs. No interest, apparently, 
was taken by any one in the territory more remote from the Georgia 
line, evidently because the class of logs involved could, under ™ 
circumstances, be profitably moved so great a distance. Although 
the complaint covered the whole of Florida, the real contention, 
the Commission’s own action upon the interstate rates were limited 
to that northern territory, and the evidence related only to it. The 
precise condition in south Florida, and whether there could or would 
be any interstate commerce in logs from that region, were neve 
investigated. The language of the order passed touching. the intr 
state rates can be construed as fixing rates for the whole § 
The two bills above referred to so construe it. The respondents it 
answering the bill of the state of Florida seem to deny this construe 
tion. The answers to the bill of Wilson Lumber Company vie 
These of the Interstate Commerce Commission and Georgia 
Service Corporation do not commit themselves to any construction 
but lease the order to speak for itself. We think it can also 
construed as limited to points of origin on the Coast Line 
north of and including Jacksonville, Gainesville, Burnett’s Lake and 
High Springs. The existence and availability of logs at such 0 
was fully investigated, and at others not. The Commission co 
its order on interstate rates expressly to these origins, and dealt 
with the intrastate rates only by reference to the order fixing te 
interstate. rates, declaring that the rates ‘in intrastate co 
within the state of Florida shall be the same as those prescribed it 
the next preceding paragraph hereof as reasonable for trans 4 
tion of interstate commerce from points in the state fo Flo to 
destinations in the state of Georgia. The preceding paragraph 
only one-way rates, and was limited to origins on the Coast Line 
railroad in the state of Florida north of and including Jacksonville, 
Gainesville, Burnett’s Lake and High Springs. The destinations ! 
Georgia there referred to were, of course, excluded by the words 
“within Florida’ in the order as to intrastate rates. Otherwise 
intrastate rates were to be the same. Since the first construction 
would probably nullify the order, we think we should follow the & 
tablished rules in construing contracts and statutes, holding t 
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HE Pennsylvania Railroad 

has announced a plan for 
the progressive electrification of 
its main line from New York to 
Philadelphia. 


This electrification, together 
with that already completed, 
will far exceed in magnitude and 
in importance that of any other 
railroad in the world in miles of 
track to be electrified and in 
number of trains affected—in- 
volving the expenditure of 
$100,000,000. 


Yet it is only a part of a far- 
reaching program of improve- 
ments including many other im- 
portant projects recently com- 
pleted or in active preparation. 
They represent plans formu- 
lated and projected after careful 
study by experts of all the busi- 
ness and engineering problems 
involved. They constitute inval- 
uable assets of the railroad for 
the future. 


Fhese improvements include: 


Huge new passenger terminals 
with broad boulevard ap- 
proaches, changing the maps of 
Philadelphia, Pittsburgh, and 
Newark. 


New produce terminals—the 


largest in the world—in New 
York, Philadelphia, and Pitts- 
burgh, revolutionizing the 
methods of supplying these cities 
with fresh fruits and vegetables. 


The largest purchase of steel 
rails in the company’s history 
to carry forward the extensive 
improvement of the whole right 
of way. 


A fleet of 600 additional ail- 
steel passenger coaches, rolling 
out of the shops to replace the 
iast of wooden coaches. 


Constant elimination of grade 
crossings, at a cost of millions 
of dollars, in accord with long- 
established policies. 


HESE IMPROVEMENTS — bold 

in conception and large in 
execution—anticipate the day, 
possibly not more than 20 years 
hence, when the population of 
greater New York will be 30,000,- 
000 and that of the nation not 
far short of 175,000,000. 


They are the giant strides with 
which the Pennsylvania keeps 
step with the demands of the 
traveling public and with the 
growth of American business. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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latter construction which would uphold it. Territorial indefiniteness 
of the order was held aided by the other proceedings in American 
Express Co. vs. Caldwell, 244 U. S. 617. 

The serious effect of altering the rates upon the business of 
complainants and their investments made on the faith of them is 
strongly urged. Such things may be considered by the Commission 
in determining what is just and reasonable, or undue or unfair, 
without vitiating their finding (I. C. C. vs. Union Pacific R. R. Co., 
222 U. S. 541), and were considered in this case. But such con- 
siderations cannot be the sole basis of a rate order (Southern Pa- 
cific Co. vs. Interstate Commerce Commission, 219 U. S. 433). A 
fortiori they alone cannot avail in this court to overturn an unfavor- 


able_order. ‘ 
We find no sufficient cause to enjoin and set aside the order here 


complained of. 


The case was regarded as of unusual importance to the 
parties and to Florida and by the court. Arguments were made 
by Charles E. Cotterill, August G. Gutheim, J. V. Norman, H. P. 
Adair and George L. Rutherford, for the petitioners, F. D. Davis 
for Florida; J. Stanley Payne for the Commission, Elmer B. 
Collins for the Department of Justice, and James N. Perry, of 
the Georgia commission, an intervener in the court proceedings, 
for the Georgia body which brought fhe complaint. 


RATE PLAN FOR NORTH CAROLINA 


Visioning the differences in classifications for the north and 
the south to be the cause of discriminations against southern 
territory, the state Transportation Advisory Commission, in a 
report to Governor Angus W. McLean, of North Carolina, has* 
recommended the appropriation of $350,000, to be continued 
from biennial period to biennial period as long as necessary, 
for defraying the expenses of a complaint to the federal Com- 
mission bringing in issue the relationship of every classification 
rating and rate east of the Mississippi. It is estimated it will 
take ten years to dispose of such a case. In addition the 
advisory body has recommended the expansion of the Corpora- 
tion Commission’s rate and traffic work through the grant of 
$200,000 a year for that purpose, with the work properly 
departmentized. 

In substance, the report, signed by A. G. Myers, chairman 
of the advisory body, declares to the governor that a due re- 
gard for the interests of the industries of the state as they 
are and as they would be under a proper rate structure re- 
quires a recognition of the fact that the carriers spend millions 
to see that rates are kept as high as they think they should 
be and that therefore it is useless to think that a single shipper 
or group of shippers can bring about such a revolution in clas- 
sifications as he deems necessary to put North Carolina and 
the rest of the southeast on an equality with official classifica- 
tion territory. He deems it the duty of the state to all its 
citizens to see to it that not only the indusries which are in 
North Carolina are kept alive but that an opportunity be 
afforded for the establishment of others. 


Mr. Myers recognizes the fact that the chief manifestations 
of the disadvantage under which he thinks the whole of south- 
ern territory is laboring is that about which North Carolina 
wholesalers complain because wholesalers in Virginia, able to 
ship under official classifications, get into North Carolina and 
other southern territory at rates lower than North Carolina 
wholesalers. But he regards the matter in a broader aspect 
as covering the whole of the southern territory. Therefore he 
has recommended that if and when the Legislature grants the 
appropriation, the complaint be filed within six months there- 
after and other southeastern states be invited to lend their 
active and financial support to the undertaking. 


The advisory body did not recommend that the general 
complaint’ be substituted for any complaint that might be 
brought concerning any particular commodity, but merely that 
the leveling of rate bases be regarded as the ultimate goal of 
the state’s policy. Mr. Myers pointed out a number of situa- 
tions to which he said immediate attention should be given 
regardless of the larger question of an adequate sum to fight 
for an equality with official classification territory and an 
organization provided with sufficient funds to guard the in- 
terests of existent and possible industries. He recommended 
immediate grant of funds to the Corporation Commission to 
take part in cases in which North Carolina had an interest, but 
in which it had taken no part, as, for instance, the ocean-and- 
rail part of the Southwestern Revision and the general furniture 
investigation. 

To show North Carolina how great an interest it has in 
freight rates, Mr. Myers said that the 5,000 miles of railraod 
in the state were just about equal to the mileage of the Atlantic 
Coast Line system. That system’s traffic department expenses, he 
said, in 1926. were $1,878,183. The A. C. L., he said, originated, 
in 1926, 17,788,331 tons and that the tonnagé originating and 
terminating in North Carolina probably was not less than 
20,000,000, so that a difference of one cent per 100 pounds on 
that traffic would amount to $4,000,000 a year. The A. C. L. 
spent $1,878,183 in 1926 in promoting and protecting its traffic, 
while the sum he recommended as an annual expenditure by 
North Carolina, $200,000, he said, would amount to about one 
cent per ton on North Carolina’s traffic. In the face of such 


THE TRAFFIC WORLD 


Vol. XLII, No. r 


figures as he gave, Mr. Myers said it would be folly to conteng 
that the state should not spend $200,000 a year and create 

special fund of $350,000 to bring about equal rate bases be 
the removal of classification differences. 7 

This report, the advisory body said, was the second and 
final one, final in the sense of all that could be done with the 
money in hand, the first having been made in July, 192%, (See 
Traffic World, July 21, 1928, p. 158.) 

Truck transportation and the development of water trang. 
portation are treated in a general way. As to truck trang 
portation, the commission said it believed the rates should pe 
under supervision and strict regulation. It said that although 
it did not say that monopolies should be created, it was neve. 
theless important to remember that the rates had to be sng. 
cient to justify regular and continuous operation of truck lings 
As to water transportation, the commission suggested that the 
state put itself in position to participate in the bearing of the 
expense of terminals for waterway lines, whether established 
by the federal government after the fashion of the Mississippi 
barge line or otherwise, when plans were made for better ge 
of North Carolina ports and waterways, the state’s contribution, 
to such terminals being suggested at one-third of the cost, the 
federal government and local communities each to bear a third 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 1 
totaled 914,187 cars, according to the car service division of the 
American Railway Association. Compared with the preceding 
week, which included the New Year’s holiday, this was an ip. 
crease of 115,464 cars., with increases being reported in the 
loading of all commodities. The total for the week ended Jan. 
uary 12 also was an increase of 6,886 cars over the corresponé- 
ing week in 1928, but a decrease of 28,544 cars under the cor. 
responding week in 1927. 

Revenue freight loading by districts the week ended Jan 
ary 12 and for the corresponding period of 1928 was reported 
as follows: 


Eastern district: Grain and grain products, 6,151 and 6,646; live 
stock, 3,204 and 3,047; coal, 50,193 and 43,764; coke, 2,971 and 2,358; 
ap a SS os ae sare 8 ore, 1,513 and 1,297; merchandise, L, 

ie s an 2,743; miscellaneous, 77,598 d 76,315; 

210,075; 1928, 201,241, 1927, 214,884. ee Sn 
egheny district: Grain and grain products, 2,906 and _ 3,280; 

live stock, 2,247 and 2,232; coal, 49,035 and 44,725; coke, 5,429 a 

5,244; forest products, 2,700 and 2,697; ore, 1,999 and 2,337; mer- 

chandise, L. C. L., 48,318 and 50,449; miscellaneous, 73,327 and 69,617; 

total, 1929, 185,961; 1928, 180,581; 1927, 189,972. 

Pocahontas district: Grain and grain products, 184 and 235; live 
stock, 92 and 85; coal, 43,980 -and 39,264; coke, 458 and 478; forest 
=o, gc gg RL ore, 84 and 125; merchandise, L. C. L, 
an R ; miscellaneous, 5,082 and 5,240; total, 1929, 57,935; 
—, on me a. 7 ae 

outhern district: Grain and grain products, 4,026 and 4,057; live 
stock, 2,101 and 2,182; coal, 29,540 and 28,688; coke, 644 and 673: for- 
ont Pe ee ee —. 1,011 and 1,301; merchandise, 
3 = ‘ an , ; Miscellaneous, 45,546 d 50,014; total, 
1929, 139,899; 1928, 144,826; 1927, 148,861. ¥ an oe "7 

Northwestern district: Grain and grain products, 11,428 and 14,139; 
live stock, 9,916 and 10,053; coal, 11,003 and 9,785; coke, 1,614 and 
1,669; — ee, a one aes ore, 492 and 488; merchandise, 

» . a an ; ; miscellaneous, 28,246 and 30,585; total, 
a et ae ay ~~ ogd 109,098. . 
entra estern strict: Grain and grain products, 13,441 and 
14,469; live stock, 11,782 and 11,959; coal, 21,404 daa 17,900; «coke, 317 
-— ps mo ag to] np By 7,643; ore, 4,153 and 3,419; mer- ° 
chandise, Bm an ; ; miscellaneous, 49,57 d 49,930; 
total, 1929, 140,974; 1928, 138,968; 1927, 142,916. on 

Southwestern district: Grain and grain products, 5,947 and 5,925; 
live stock, 2,666 and 2,831; coal, 8,386 and 7,102; coke, 258 and 282; 
as ag i ee Pe 1 ore, 480 and -e merchandise, L. 

— an ,420; miscellaneous, 34,817 d 33,042; total, 1929, 
ee ge ig i 1927, 78,589. - on 
otal, all roads: Grain and grain products, 44,083 and 48,751; live 
stock, 32,008 and 32,389; coal, 513,541. and 191,228; an, 11,691 and 
11,069; forest products, 54,280 and 59,704; ore, 9,732 and 9,330; mer- 
chandise, L. C .L., 234,666 and 240,087; miscellaneous, 314,186 and 
314,743; total, 1929, 914,187; 1928, 907,301; 1927, 942,731. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1927 
933,890 
942,731 


1,876,621 


1929 
798,723 
914,187 


1,712,910 


1928 
754,247 
907,301 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended January 19 totaled 16,210 cars, as compared wi 
16,875 cars (revised) the preceding week and 13,177 cars i 
the corresponding period of 1928, according to the Bureau 
Agricultural Economics of the Department of Agriculture. 
Shipments were reported as follows: 

Apples, 1,944 cars; carrots, 232 cars; cabbage, 999 cars. cauliflower, 

461 cars; celery, 718 cars; cucumbers, imports, 2 cars; eggplant, im- 
ports, 4 cars; grapefruit, 741 cars; imports, 3 cars; grapes, i 
green peas, 7 cars; imports, 127 cars; lemons, 316 cars; lettuce, 946 
cars; mixed citrus fruit, 392 cars; imports, 1 car; mixed vegeta 
959 cars; imports, 11 cars; oranges, 2,197 cars; imports, 8 cars; 
38 cars; peppers, 7 cars; imports, 28 cars; onions, 624 cars; imports, 
5 cars; spinach, 482 cars; strawberries, 11 cars; string beans, 19 cals 
imports, 10 cars; sweet potatoes, 303 cars; tomatoes, 116 cars; im- 
ports, 228 cars; potatoes, 4,693 cars; imports, 17 cars. 


Week ended January 5 
Week ended January 12 
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Do you 
like to 


pay 


the price 


of old 
habits ? 


The Ediphone changes 
dictation from a ceremony 
of two persons over a note- 
book to an active handling 
of their separate duties. 


Do you know of any 
other part of your business 
where you allow two per- 
sons to do one person’s 
work . .and less effectively? 


The Ediphone actually 
gains an hour a day for the 
average dictator, and two 
hours a day for each ste- 
nographer. 


Let us prove this at your desk. Tele- 
phone “The Ediphone,” your City, 
and ask for the book “An Easy Way 
to Chart Your Correspondence.” 


Ask for Travel Service 


THOMAS A. EDISON, Ine. 


ORANGE, N. J. 


THE TRAFFIC WORLD 


Industrial Development 


Along Houston’s 


Deepwater Ship Channel 


The Texas Company— 


Enlarging refinery just taken over. Build- 
ing slip to berth 2 ships. New develop- 
ment costing better than $2,000,000. 


Shell Petroleum Corporation— 


Building $8,500,000 refinery and slip to 
berth 3 ships. Pipe line to West Texas 
costing about $13,000,000. 


Gulf Refining Company— 


Building a new slip to berth 1 ship at this 
time—development costing in the neigh- 
borhood of $1,000,000. 


A $6,500,000 warehouse is to be built on the 


upper channel. Lighters will carry cargo 
to and from ocean going vessels berthed 
in the turning basin. 


San Jacinto Dock & Terminal Company— 


Present plans call for a $5,000,000 pro- 
gram which will ultimately be increased to 
$15,000,000. Building slips along the 
channel and basin which will accom- 
modate 15 ships. 


Sears Roebuck—Montgomery Ward— 


Building large plants in the city of 
Houston, at cost of approximately $1,000,- 
000 each. Goods from Eastern points and 
from foreign ports will pass through the 
Houston ship channel for these two 
gigantic mail order houses. 


The U. S. Government is spending vast sums 


in new dredging operations. 


. ——___—_ J 


Ohe 
Port of Houston 


is progressing 


=» 


Send today for FREE copy of the 


PORT BOOK 


=== 


Address 


DIRECTOR OF THE PORT 


5th Floor Courthouse 


HOUSTON TEXAS 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Few changes have occurred in full cargo markets in the 
last week. Business has been light and only a few vessels 
have been fixed. The prospect for an increase in fixtures is 
considered good, due to the evident conviction on the part of 
shipowners that it is useless to ask fancy figures for their ves- 
sels. The demand from shippers is light and they will not 
pay an increase in rates. At the same time the number of 
surplus ships is small. 

Interest in the heavy grain traffic is already being cen- 
tered in the opening of navigation on the St. Lawrence, al- 
though this is still about two months away. Indications point 
to an initial rate of about 14 cents a hundred‘ pounds from 
Montreal to Antwerp-Rotterdam, which is considered fair. Ex- 
isting grain rates average as follows: from Atlantic ports for 
February-March loading 3s 6d to the United Kingdom, 14 cents 
to Antwerp-Rotterdam, 15 cents to Hamburg-Bremen and 18 
cents to the Mediterranean; from the Gulf for February-March 
loading 4s 3d to the United Kingdom, 18 cents to Antwerp-Rot- 
terdam, 19 cents to Hamburg-Bremen, and 22 cents to the 
Mediterranean. Rates from St. John are one cent higher to 
the various ports than from Atlantic ports. 

The only definite coal business is from Hampton Roads to 
the West Coast of Italy, on which shippers are offering $2.50 
a ton but without arousing interest from shipowners. Rates on 
coal to South America are quoted nominally at $4.25 a ton to 
the Lower Plate, but no definite orders are in sight. 

Little change is noted in the lumber traffic from the Gulf, 
with several fixtures to Buenos Aires and Montevideo at $16.75 
to $17.00 a 1,000 board feet. 

The sugar trade is steady, with inquiries ranging from 20 
shillings to 21s 6d from San Domingo or Cuba to Europe. 

The Far East and the Pacific Westbound Conferences an- 
nounce the adoption of a contract and non-contract rate system 
and are putting in the following rates, effective January 24, to 
apply through 1929: Machinery $14 w/m Atlantic, $8.50 w/m 
Pacific, up to 6,000 pounds; rates for pieces heavier than 6,000 
pounds, the regular tariff rates will apply with the agreed 
heavy-lift scale. 

The present tariff rates on the following commodities will 
be the contract rate and the tariff rates will be $2 a ton over 
the base rates named: Cars, railway and parts, $9.00 per 
2,240 Ibs. or 40 cu. ft. Cigarettes, $22.50 wt. Cotton piece 
goods, $20.00 w/m. Dye stuffs, $12.00 w/m. Fertilizer, $7.20 
wt. Rosin, $12.00 wt. Soap, all kinds, $15.00 w/m. Caustic 
soda, $7.00 wt. Unmanufactured tobacco, $26.00 wt. 


MARINE CONFERENCE 


The Traffic World Washington Bureau 


“How can we make it easier for American citizens to build 
and operate ships?” was the topic for discussion at the second 
national merchant marine conference, called by the Shipping 
Board, as enunciated by Chairman O’Connor, of the board, in 
opening the conference, January 23, in the auditorium of the 
Chamber of Commerce of the United States. 

The chairman referred to the conference held in January 
last year and the enactment of the Jones-White merchant marine 
law later by Congress, and the need for considering the mer- 
chant marine problems in the light of existing conditions. 

“It has become evident to all of us that at last we are 
going to have a real merchant marine,” said he, in referring 
to the Jones-White act, and added: 


I would like to leave one thought with you. After a long period 
of uncertainty, American merchant shipping at last faces a future 
that is bright with promise. Every indication points in that direction. 
We have all noted the steady increase in our export trade, the grow- 
ing interest of our people in matters relating to the sea, the enact- 
ment of wise and sympathetic laws designed to aid the merchant 
marine, the increasing availability of American capital for maritime 
investments, the rapid transfer of government tonnage to private 
ownership, the march of American engineering progress and research, 
and the development of new and promising foreign markets. To those 
of us who try to take a large view of things, these factors all seem 
to be working toward a new day for American shipping. The thought 
I would leave with you is this: Let us do our part today and we may 
joel forward with confidence to the future of the American merchant 
marine. 


It was expected that out of the conference would come 
recommendations for additional legislation designed to aid the 
merchant marine. 

Commissioner Plummer, vice-chairman of the board, dis- 
cussed the enactment of legislation providing for imposition 
of discriminating duties in indirect trade. Said he: 


Discriminating duties in indirect trade simply mean that ships 
of two countries, between which cargoes* are being carried, shall 
have a a over ships of countries which neither produce 
nor purchase the cargoes carried. They do not mean that ships of 
other countries shall be excluded from such trades. They do mean 
that such “outside’’ ships must pay for the privilege of —s in 
that traffic which their country has not helped to create; just as 
Cafiada imposés a higher tariff on goods brought in through United 
States ports than she charges when such goods are brought in through 
Canadian ports. 

This is an age-old policy. and still is, 


It was, recognized in 


" 


Ke 
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Great Britain’s commercial treaty with the United States. It wag 
recently voiced in the demand of Canadian shipping interests, that 
“outside” ships, engaging in Great Lakes’ grain trade, should be 
made to pay something for the use of those waterways which ¢: 
and the United States support. Since Great Britain’s treaty with 
United States now leaves Congress free to pass a law imposing dig. 
criminating duties in indirect trade, British ships will here be useq for 
purposes of illustration. 

First: It must be remembered that such a law would in no Way 
affect British vessels while trading between any part of the British 
Empire and the United States. They would come and go on an exact 
equality with United States vessels, just as they do now. 

But in trade between the United States and countries independent 
of the British Empire, British ships would be affected. For example: 
Chile has a line of vessels running up to the United States, The 
United States has a line of vessels running down to Chile. Theg. 
United States and Chilean vessels, since they are engaged in trade 
between the two countries which furnish and purchase the carg 
carried, would continue to operate exactly as they operate now— 
on terms of perfect equality. But if a British vessel should ente 
this trade between Chile and the United States, every time that 
vessel brought a cargo into the United States from Chile, its Cargo 
would be charged an extra tariff tax. 

This preference in fayor of Chilean vessels would of course aid 
Chileans to increase the tonnage under their flag; would improve 
their services; and would decrease their dependence on foreign yes. 
sels for the handling of Chilean commerce generally. By Chile’s treat 
with the United States, her ships would continue free to bring in 
cargoes from other countries just as is now the case. 

What is true of Chile is true of all other South American coun. 
tries; and indeed of all nations which, unlike Great Britain, have 
granted merchant ships of the United States full reciprocity by the 
express terms of their trade treaties. 

Since the high cost of building and operating American merchant 
vessels makes it practically impossible for such vessels to engage in 
foreign trade except when aided by government; and since the only 
justification of government aid to ships, aside from the needs of our 
national defense, is the protection and development of United States 
trade with foreign nations, merchant vessels of the United States 
are practically limited to carrying cargoes to and from the United 
States—direct trade. That trade is in no way affected by this pro. 
posed legislation. Therefore, the timid need not waste time talking 
so-called ‘‘retaliation.”’ 

It will be seen that such legislation is very different from the oli 
policy of general discriminating duties. As it permits ‘‘outside” vessels 
to engage in indirect trad upon the payment of an extra tariff 
duty, it would help provide funds to aid the post office department 
in carrying that financial burden which an adequate merchant marine 
will necessarily impose upon it. 


Representative White Speaks 


Representative White, of Maine, chairman of the House 
committee on merchant marine and fisheries, said the mail con- 
tract provisions of the Jones-White act should be further ex 
tended to offer more aid to ships of higher speeds and that 
also something should be done for the cargo ship that was 
neglected in the act of 1928. He spoke in favor of extension 
of the coastwise laws to the Philippines, an accomplishment that 
may be effected under existing law by order of the President 
of the United States. He said he did not view with equanimity 
the entering of the New York-Havana service by the British 
vessel Caronia, which he described as a “fighting” ship. He 
favored enactment of legislation to protect American ships in 
indirect trade and said such legislation might provide for dis 
criminating taxes on passengers and duties on cargoes; for 
tax on gross income of foreign vessels derived from such trade, 
or for special tonnage taxes. He said it was distressing to 
know that American ships had to take inferior terminal facili- 
ties in Brooklyn and Hoboken, while foreign lines held the 
“cream of these facilities in Manhattan.” He suggested that 
this situation might be remedied by condemnation proceedings 
to obtain some of the more desirable berths for American vet 
sels. In conclusion, he expressed the opinion that the outlook 
for the American merchant marine was promising. 


Representative Wood, of Indiana, spoke briefly. He thought 
the Jones-White act was a splendid start in the right direction. 


Admiral Cone, member of the Shipping Board, began the dis 
cussion of the subject of “Reduction of Differential Between Ship 
building Costs Here and Abroad.” He said these differentials i 
shipbuilding costs should be examined and the measure of aid 
necessary to meet them determined. He discussed the mail 
contract and loan provisions of the Jones-White act. He said 
that the cost of shipbuilding in the United States ranged from 
around 40 to 65 per cent more than in Great Britain, according 
to the type of ship. Homer L. Ferguson, of the Newport News 
Shipbuilding and Dry Dock Company, and H. G. Smith, vice 
president of the Bethlehem Shipbuilding Corporation, partic 
pated in the discussion. 

Ira A. Campbell, general counsel of the American Steamship 
Owners’ Association, asserted that the Jones-White act was the 
most constructive piece of shipping legislation ever enacted 
by any country. He referred to the ocean mail contracts & 
tered into under the law and said that Congress should be 
urged to provide sufficient funds for such contracts. To meet 
“sudden, unexpected and cutthroat competition” of foreign lines, 
said he, there should be legislation authorizing the Postmaster 
General to increase mail payments to enable American lines to 
operate in the period of such competition. 

James H. MacLafferty, vice-president of the Pacific-Améet 
can Steamship Association, spoke in favor of extension of the 
coastwise laws to the Philippines, the effect of which W 
be to exclude foreign vessels from the trade between ports 
the United States and the Philippines. 

B. K. Ogden, director of insurance of the Shipping Boart, 
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New Lehigh Valley Warehouse 
Bronx Terminal... Mew York City 


i) 


iF sant 











Space now leasing for 
Occupancy after Mayl . 


This twelve story fireproof warehouse, with 342,- 
773 square feet of floor space, is strategically lo- 
cated on the east side of Harlem River at 144th 
Street and Gerard Avenue. Cars consigned to ten- 
ants will run from adjacent railroad yard into the 
building. Adequate elevators and truck platforms 
guarantee efficient handling of inbound and out- 
bound commodities. 


Space available for general storage, including 
automobiles, 


‘For full particulars apply to any Lehigh Valley 
representative or R. D. Van Duzer, General Land 
& Tax Agent, 143 Liberty Street, New York, N. Y. 


Lehigh Valley Railroad 


Cthe Route of The Black Diamond 
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explained the way in which the board was administering the 
insurance section of the Jones-White act. 

Difference of opinion developed as to the need for “for- 
eign trade zones” or “free zones.” Representative Welch, of 
California, spoke in favor of establishment of such zones as a 
means of developing foreign commerce and aiding the mer- 
chant marine. He defined a foreign trade zone as a limited 
territory within a seaport devoted to the handling of imports 
that were to be exported, such imports not to be subject to the 
“red tape of customs duties.” Alexander R. Smith, editor of 
the Port of New York, on the other hand, said there was no 
need for such zones, that they would not aid the American 
merchant marine and that they would constitute a menace to 
the protective tariff system, and would be a “threatening form 
of free trade.” 

Patronage for U. S. Ships 


Malcolm M. Stewart chairman of the Middle West For- 
eign Trade Committee, discussed methods of increasing pat- 
ronage for American ships. He touched on the subject of 
effective solicitation for passengers and cargoes for American 
ships. He said a serious drawback at times was the lack of 
cooperation among forwarding agents. He said it was felt by 
a great many people that the time had arrived when sections 
28 and 34 of the merchant marine act of 1920 could be applied, 
especially with reference to the indirect trades, as there ap- 
peared at this time to be adequate American shipping to take 
care of this situation. As to publicity, he said, it would seem 
that much progress could be made if the various press associa- 
tions could be brought into the picture “with the idea of at all 
times weighing well news pertaining to the American merchant 
marine, with a view to minimizinng any news of minor im- 
portance where an American ship is involved in such matters 
as going aground or otherwise, but, on the other hand, legiti- 
mately playing up American ships, so that our people will be 
encouraged to take special pride in not only the vessels we 
have, but in the crews that man them.” He thought that if 
the Leviathan stuck its nose in the mud in New York harbor 
“there is no use playing up a story of this character as if the 
Leviathan had sunk in mid-ocean and all hands on board had 
gone down to Davy Jones’ locker.” .He also condemned news- 
paper and magazine articles that he said unfairly attacked 
the Shipping Board. 

Edmund A. Walsh, vice-president of Georgetown University, 
spoke on the need of a strong shipping policy for commerce 
and national defense. 

Surgeon-General H. S. Cumming, U. S. Public Health Serv- 
ice, spoke on safeguarding the health of American seamen and 
the relation of the public health service to the American mer- 
chant marine. 

R. R. Adams, technical assistant, bureau of construction 
of the Shipping Board, discussed engineering development and 
research, with respect to shipbuilding. 

John Nicolson, director of the bureau of traffic of the Ship- 
ping Board, who was on the program for a discussion of 
“Panama Canal Tolls,’ did not take a position one way or the 
other with respect to reduction in tolls. He dealt with the 
financial history of the Panama Canal and the volume of traffic 
that had passed through the canal. He said the usefulness of 
the canal, even commercially, had been overwhelmingly demon- 
strated. 

Commissioner Sandberg, of the Shipping Board, spoke on 
the disposition of the government’s laid-up fleet. He said the 
entire fleet as of January 19 consisted of 630 vessels, divided 
into four classes: 270 active of 2,442,420 deadweight tons; 147 
first reserve of 1,223,992 deadweight tons; 118 second reserve 
of 862,900 deadweight tons; 95 surplus of 745,005 deadweight 
tons, a total of 5,274,317 deadweight tons. He said the vessels 
in the first reserve were in such shape that an average expendi- 
ture of $50,000 a vessel would make them active; that a large 
sum of money would be required to make the vessels in the 
second reserve ready for service, and that the 95 surplus vessels 
were in such shape that under normal conditions they should 
not be considered in any fair survey of the fleet. He said the 
present inventory showed the board had made commendable 
progress in disposing of the government fleet. He reviewed 
a number of suggestions received by the board for the dis- 
position of the fleet. 


A. Lane Cricher, acting chief of the transportation division 
of the Department of Commerce, spoke on the activities of the 
bureau of foreign and domestic commerce with relation to the 
promotion of commerce and the development of the merchant 
marine. 

H. B. Walker, president of the American Steamship Owners’ 
Association, discussed ocean mail contracts under the Jones- 
White act, and submitted a resolution of the organization urging 
that Congress make provision for increasing mail payments to 
operators when they were faced by foreign competition that 
did not exist when the original mail contracts were awarded. 
W. J. Petersen, of the Pacific-American Steamship Association, 
spoke in support of the recommendation made by Mr. Walker. 


THE TRAFFIC WORLD 


Vol. XLII, No, 


Franklin D. Mooney, president of the Atlantic, Gulf & We 
Indies Steamship Lines, also urged such a provision in the law 

A. C. Morrison, assistant to Chairman O’Connor, discusses 
the subject of Americanization of crews on American flag. ship, 

Frank C. Munson, president of the Munson Steamship Lin. 
expressed approval of the Jones-White act. Speaking op the 
subject of increasing patronage~ of American ships, he Urges 
that the facts with respect to the American merchant maring 
be brought effectively to the attention of the public and gy. 
gested a number of ways in which that result might be accgy. 
plished. 

Andrew Furuseth, of the seamen’s union, told the Confer. 
ence he was not in sympathy with the aids provided by the 
Jones-White act, and that he appeared to be the only Derson 
present opposed to the present shipping policies. 

Admiral D. W. Taylor, retired, and Walter MacFarlang, 
manager of the marine department of the Babcock & Wile; 
Company, discussed the subjects of tests for determining th, 
real causes of resistance experienced by ocean-going vegsej 
and Diesel and steam turbine engines, respectively. 

On motion of Edwin H. Duff, Washington representative g 
the American Steamship Owners’ Association, the confereng 
went on record in favor of the cruiser construction bill Pending 
in the Senate. Charles R. Page, of the Association of Marine 
Underwriters, assured the conference of the co-operation of tha 
organization. Mrs. Henry Howard, president of the Merchan 
Marine Library Association, spoke on the work of that orgayi. 
zation. 

Resolution Adopted 


The conference adjourned Thursday afternoon after it hag 
adopted a resolution favoring legislation providing for add. 
tional mail pay compensation to ship operators facing a 
increase in competition from foreign ship operators. Reports 
from several committees were approved, while reports from 
others were to be received later. ‘Chairman O’Connor sgaij 
another session of the conference might be called later this 
year for consideration of committee reports. 


PLANS FOR UNITED STATES LINES 


The Traffic World New York Buren 


Inquiries in regard to the plans of P. W. Chapman ani 
Company, high bidders for the United States and America 
Merchant Lines, for operations of the combined fleets in the 
event of acceptance of their bid by the Shipping Board, de 
veloped the fact that Joseph E. Sheedy, who presented the bid, 
is to be executive officer of the company to be formed fo 
operating the lines. : 

It was also learned that several men of standing in the 
shipping world are to be associated with Mr. Sheedy and that 
the company will be ready to take up the operation of the 
lines without any interruption of service. 


Mr. Sheedy has had more than a quarter of a century of 
experience in various branches of shipping, incluing both cop 
struction and operation. He was formerly vice-president ol 
the Fleet Corporation in charge of operations and later was 
vice-president in charge of European affairs, which gave him 
a wide range of experience and knowledge of conditions abroad. 

In the event of acceptance of the Chapman bid, the present 
organizations of the two lines would be taken over, together 
with the vessels, piers and offices, so that the new compaly 
would immediately start to function as a going concern. 

If successful in acquiring the United States and Americal 
Merchant Lines, the International Mercantile Marine Company 
is prepared to take over these two services, build two liners 
of the Leviathan type, and pay the government its $7,500,000 
offer in cash without issuing any new securities or undertaking 
any new financing. 

These facts were made known by P. A. S. Franklin, presi- 
dent of the I. M. M., in answer to questions concerning his bid 
for the government’s remaining passenger tonnage. 

Mr. Franklin said the International Mercantile Marine was 
in position to run the two government services at less cost 
than anyone by reason of its lengthy experience in the trade 
and to the strong passenger and freight traffic personnel which 
has been built up over a period of years. The I. M. M. now 
maintains twenty-five offices in the United States and Canada 
and also controls its own terminals. 

The International Mercantile Marine Company is the omly 
private American company operating an American passengé! 
vessel on the north Atlantic. This is the Minnekahda, of the 
Atlantic Transport Line, running between New York and Londol. 


LOAD LINE BILL HEARING 

The House committee on merchant marine and fisheries 
held a hearing January 19 on S. 1781, a bill to establish load 
lines for American vessels that was passed by the Senate May 
2, 1928. The bill applies to vessels of 250 gross tons or over in 
foreign trade, and not to coastwise ships. 

W. J. Petersen, representing the Pacific American Steal 
ship Association and the Shipowners’ Association of the Pacific 
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INTERCOASTAL FREIGHTS— 
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Between Norfolk, Va., and California, Oregon, Washington, 


oA VE— 
Time— 
Interest on Invoice 
Investments— 
Risk of Damage 
by Lighterage— 
Freight Charges. 


the Hawaiian Islands and the Far East. 


Nationally known services are available: “Arrow,” 

“Dimon,” “Isthmian,” “‘Nelson”’ and *“Williams’’—all 
boats with Lloyds’ A-1 rating and a frequency of fourteen 
sailings per month. 

This intercoastal service ties in with the services of the 
Norfolk and Western Railway, extending further and ma- 
terially augmenting an unexcelled railway service between 
the great Middle West and that greatest of all ports and 
gateways—Norfolk, Virginia. 

Of premiere importance is the fact that direct sailings 
are made from Norfolk to the West Coast one day later 
than from any more northerly port; and that Norfolk is the 
first port of call for ships from the West Coast. 

The rail time between the eastern and western termini 
of the Norfolk and Western Railway is only 48 hours with 
direct rail and ship transfer at Norfolk. 

There are Norfolk and Western Freight Traffic Depart- 
ment representatives located in all key cities to intelligently 
aid you in solving your traffic problems. 


Pxa shipments to the foregoing destinations five 
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Coast, said that both organizations favored the principle em- 
bodied in the bill but that the Shipowners’ Association of the 
Pacific Coast desired an amendment that would exempt lumber 
carriers from load line requirements or provide for a load line 
that would be acceptable to such carriers. 

H. B. Walker, president of the American Steamship Own- 
ers’ Association, who appeared in support of the bill, suggested 
several amendments and asked that it be extended to cover 
ships in the coastwise trade. He explained that there had been 
opposition to having the bill apply to vessels in that trade but 
that now the members of the association were in favor of 
having it apply also to that trade. 

Opposition to extension of the provisions of the load line 
bill to vessels in the coastwise trade was expressed before the 
House committee on merchant marine and fisheries, January 
22, when the hearings on the bill were concluded. R. C. Moore, 
traffic manager of the Southern Transport Company, and Wil- 
liam E. Bernard, president of the Vessel Owners’ and Captains’ 
Association of Philadelphia, asked that vessels in the coastwise 
trade be exempted, particularly barges. Andrew Furuseth, of 
the Seamen’s Union, and Rear Admiral J. W. Tawresey, re- 
tired, appearing for the Shipping Board, favored application of 
the provisions of the bill to the coastwise trade. The latter 
suggested that if any particular class of vessels in the coastwise 
trade should be exempted, the exemption be made specific, so 
that the law would apply to other vessels in the trade. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved an amendment to the 
New York-West African conference agreement to enable the 
American West African Line, Inc., which has bought the ves- 
sels and trade name, “American West African Line,” from the 
Shipping Board, to become a party to the agreement, in the 
place of the Merchant Fleet Corporation, and to include the 
White Star Line and the North German Lloyd in the agreement. 
Other agreements approved follow: 


The New York & Porto Rico S. S. Co. with the Cunard Steam- 
ship Co., Ltd.: Agreement providing for through movement of ship- 
ments of gunnies from Calcutta to Porto Rico, and apportioning the 
through rate on the basis of 55 per cent to the Cunard Line and 45 
per cent to the Porto Rico Line, with a minimum proportion to the 
latter of not less than 29/3 per freight ton to the main ports and 
31/6 to outports. The cost of transfer at New York is to be absorbed 
by the Porto Rico Line out of its proportion of the through rate. 
The ports of San Juan, Ponce, Mayaguez, Jobos, Arroyo, Aguadilla, 
Guanica, Humacao and Fajardo are considered the main ports in 
the Island of Porto Rico and Areibo, Yabucoa, Naguabo and Guay- 
anilla the eutports. 

Oceanic & Oriental Navigation Co. with Calmar Steamship Corp.: 
Arrangement covering movement of shipments on through bills of 
lading from Atlantic coast ports of the United States to Far East 
ports and apportioning the through rate and cost of transhipment 
ey! between the lines. The outward state toll at San Francisco 
is to be absorbed by the Trans-Pacific carrier and the inward state 
toll by the intercoastal carrier. 

Oriole Lines with Arrow Line: Through, billing arrangement cov- 
ering movement of shipments from United Kingdom ports to Pacific 
coast ports of the United States, the through rates and cost of tran- 
shipment at Baltimore to be apportioned equally between the par- 
ticipating carriers, with a minimum revenue of $6 per ton of 2,240 
pounds to the Arrow Line. 


WHARFAGE CHARGES PROTESTED 


The Canal Carriers’ Association, Inc., has protested to the 
Shipping Board against the assessment of daily wharfage 
charges on canal and harbor vessels moored at piers or bulk- 
heads or alongside steamships at the government piers at Ho- 
boken, N. J. Abolition of the practice under which the charges 
are assessed is asked. The association says that similar 
charges are not imposed at the port of Montreal, with the result 
that New York is at a disadvantage.’ 

ee > 
BOARD SELLS SHIPS 

The Shipping Board has approved an offer submitted by 
Robert W. Malone on behalf of a new corporation to be formed 
with New York and Boston associates for the purchase of the 
vessels, John Jay, James Otis and Terre Haute, for $55,000, 
$60,000 and $35,000, respectively, on terms of 10 per cent cash 
and the balance in ten equal annual installments. It is pro- 
posed to operate the vessels in tramp service. The John Jay 
and the James Otis, each of 12,850 deadweight tons, are among 
the largest vessels in the board’s laid-up fleet. The Terre Haute 
is a steel cargo vessel of 8,758 deadweight tons. The purchaser, 
under the contract of sale, agrees to install in the vessels either 
reciprocating or Diesel engines. 

The board has approved the sale of the Captal of Nebraska, 
the Atlanta of Texas and the Oklahoma City, each of 5,200 
deadweight tons, to the New Orleans & South America Steam- 
ship Company of New Orleans, for $25,666.66 each, terms cash. 
The purchaser will operate the vessels in its service between 
Gulf ports and ports of the west coast of South America. 

The Hutchinson, of 5,200 deadweight tons, has been sold to 
the Charles R. McCormack Lumber Company of San Francisco for 
$45,000, ‘terms 25 per cent cash and the balance in five equal 
annual installments. The purchaser agrees to make certain 
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repairs and betterments to fit the vessel for the lumber and 
general merchandise trade on the Pacific coast. 

An offer of the Gulf Pacific Line, New Orleans, for th 
Minooka and Houston, 5,200 deadweight tons each, also hag been 
accepted. The price to be paid is $25,100 each, terms 25 Der 
cent cash and the balance in five equal annual installments 
The purchaser agrees to perform betterments to the ships at 
a cost of $35,000 each. The vessels will be put in service ove 
the purchaser’s route between New Orleans and the Pagific 
coast. 


TO FLY NAVAL RESERVE FLAG 


The Navy Department has issued a warrant to the §, ¢: 
Panaman, of the American-Hawaiian Steamship Company, to fly 
the U. S. naval reserve flag. Flying of the naval reserve flag 
by a vessel signifies that fifty per cent or more of its officers 
are members of the naval reserve. Ceremonies in, connection 
with the issuance of the warrant were held at San Francisco 
aboard the Panaman January 18 in which officers of the nayy 
and of the company participated. 


TANKER TRAFFIC THROUGH CANAL 


In December, 1928, according to the Panama Canal Record, 
81 tank ships transited the canal, with an aggregate net 
tonnage, Panama Canal measurement, of 424,650, on which tolls 
of $369,831.11 were collected. Cargo amounted to 360,704 tons. 
In point of net tonnage, tanker traffic for the month showed 
a decrease of 22.2 per cent under the same traffic for the cor. 
responding month of the preceding year, while cargo tonnage 
decreased 32.9 per cent under the cargo tonnage of December, 
1927. 

Tank ships comprised 14.1 per cent of the total commercial 
transits through the canal in the month; made up 15.7 per cent 
of the total Panama Canal net tonn@®ge; were the source of 
15.1 per cent of the tolls collected; and carried 13.3 per cent 
of the total cargo in transit through the canal. 


NEW YORK BARGE CANAL 


At a meeting of canal carriers and New York State Barge 
Canal officials and engineers, this week, Ralph D. Hayes, deputy 
commissioner of canals and waterways, who represented Com 
missioner Farrell, stated that the barge canal handled 3,500; 
000 tons of freight in 1928, an increase of 40 per cent over the 
previous year. This, it was agreed by those present, was indi- 
cation that the canal was coming into its own and it was stated 
that the number of inquiries the operating companies were 
receiving for large tonnage gave ground for the prediction that 
the volume of tonnage this year would set a new record. 

Operators are looking forward to the time when the number 
of barges may be doubled and the volume of freight trebled, 
making it necessary, in order to expedite movement of ship 
ments, to discontinue the privilege of double locking of fleets. 

The report read by Deputy Commissioner Hays showed 
that the state will soon be able to handle all maintenance and 
repair work and possibly undertake some of the major work, 
such as elimination of bends and the extension of lock walls 
without the aid of private contractors. 

The canal, it is stated, is now in better shape than ever 
before. It is reported that barges drawing eleven feet navi- 
gated the waterway last season, showing that the canal mat 
agement is preparing for larger vessels. 


GREAT LAKES BILL 


Senator Jones, of the Senate commerce committee, has 
favorably reported from his committee S. 5095, the bill to correct 
a typographical error in section 1, rule 3, subdivision (e) of al 
act to regulate navigation on the Great Lakes, etc., as amended 
May 17, 1928. 


DEFICIT, GUARANTY AND WATER LINES 


Senator Copeland, of New York, has introduced a bill 
(S. 5412) to extend sections 204 and 209 of the transportation 
act, providing for reimbursement of deficits in the period of 
federal control and guaranty payments for the six months after 
the termination of federal control, respectively, to coastwise 
water carriers in the same manner and to the same extent 4 
the sections apply to railroads and rail-owned water lines simi- 
larly situated. 


LAKES-TO-GULF WATERWAY FEARS 


The decision of the Supreme Court of the United States, i 
the Chicago water diversion case, according to a statement issued 
by Representative Rainey, of Illinois, unless something is done 
to meet the situation created by the decision, will prevent the 
development of the Illinois part of the proposed lakes-to-gult 
waterway. He interprets the decision as forbidding diversion 
of water from Lake Michigan in such volume as would be neceé 
sary to provide a navigable channel for barges, 
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Jor Conveyors 


The Type FTR high-torque motor is 
pre€minently a conveyor motor. Its 
torque curve closely conforms to the 
torque curve of most conveyors. Smooth, 
rapid acceleration is thus assured. 


Substantial savings in initial costs are 
realized by Type FTR users because 
(1) smaller sizes may be applied and 


The large G-E motor is driving a 
coke crusher. The smaller is a 10- 
hp. G-E motor driving pan cone 
veyor which carries coke from 
freight cars to crusher 


Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 


of industrial machines, “ 
G-E Motorized Power y 


provides lasting assur- 3 g 
ance that you have / ©) 











purchased the best. 


(2) only simple control for full-voltage 
starting is needed. Savings of $100,000 
in a single installation have resulted 
from using this ideal unit of G-E 
Motorized Power. 


G-E engineers are ready to assist you 
in properly motorizing your conveyors. 
Writeor telephonethenearest G-E office. 










G-E 5- induction motor at 
DuPont Chemical Co., Philadelphia, 
Pa., dciving conveyor which carries 
40 to 50 tons of xite per hour 
from box cars to storage bins 




















otorized Power 


~fitted to every need 


GENERAL ELECTRIC 


GENERAL ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CITIES 
ne Utne 
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| Personal Notes 

YY 
H. J. Schroeder was elected president of the Tri-City Traffic 

Club at the annual dinner meeting *of that organization held 

at the Fort Arm- 

strong Hotel, Rock 

Island, Illinois, Jan- 

uary 10, 1929, suc- 

ceeding George M. 

Cummins, traffic 

commissioner of the 

Davenport Chamber 

of Commerce. Mr. 

Schroeder’s traffic 

experience began in 

1903, when he en- 

tered the employ of 

the Chicago, Mil- 

waukee and St. Paul 

Railroad, in the 

local freight office at 

Davenport, Iowa, re- 

maining in that 

service for six years, 

during which time 

he worked on every 

desk to be found 

in a local freight 

office. In 1909 he 

became _ associated 

with Deere and Com- 

pany, Moline,  Illi- 

nois, in the traffic 

department, under 

A. R. Ebi, general 

traffic manager. In 

1919 he was made 

assistant traffic man- 

ager, which position he holds at present. He has been active in 

the affairs of the Tri-City Traffic Club, which is now beginning 

the fifth year of its existence, with its membership continually 

growing. 


George W. Oliver, specialist in transportation costs and 
statistics, died in Chicago January 23. 

The Cleveland Cartage Company, Cleveland, O., announces 
the appointment of W. A. Ray as traffic manager. He was 
formerly traffic manager for the Distribution Terminal and 
Cold Storage Company. 

Harry M. Finger, general freight agent, Saugerties and 
New York Steamboat Company, of Saugerties, N. Y., has re- 
signed and accepted a position as general manager of the 
Starin New Haven Line, New York, succeeding George A. 
Parker, who died. 

J. H. Dooley has been appointed commercial agent, Hock- 
ing Valley, at Columbus, O., succeeding H. E. Todd, who died. 
W. W. Fell has been appointed traveling freight agent at Co- 
lumbus, succeeding Mr. Dooley. C. F. Haubrich has been ap- 
pointed city freight agent at Columbus, succeeding Mr. Fell. 
M. A. Kurtzhalz has been appointed traveling tariff inspector at 
Columbus, succeeding Mr. Haubrich. 

R. C. Smith has been appointed general agent, freight de- 
partment, A. T. & S. F., at Detroit. F. T. Hendry has been 
appointed general agent, passenger department, at Detroit. 
P. J. Raftis has been appointed division freight agent at Ft. 
Madison, Ia., succeeding H. R. Teasdale, who died. E. M. 
Troxell has been appointed general agent at Philadelphia, suc- 
ceeding Mr. Smith. J. E. Walsh has been appointed traveling 
freight agent, succeeding Mr. Troxell. F. F. Foery has been 
appointed city freight agent, succeeding Mr. Walsh. 

Ray Williams has been appointed secretary-traffic manager, 
Cairo Association of Commerce, succeeding Ronald Kingsley, 
secretary, retired. 

W. J. Duncan has been appointed traveling freight agent, 
Wabash, at New York. 

Lee F. Root has been appointed division freight agent, 
B. & O., at Springfield, Ill., succeeding D. C. Odell, who died. 
G. M. Campbell has been appointed district freight agent at 
Toledo, succeeding M. N. Freese, promoted. G. Melville Gem- 
mill has been appointed district freight representative at Jack- 
sonville, Fla., succeeding Mr. Campbell. 

George S. Lee has been appointed vice-president in charge 
of traffic, American Railway Express Company, at New York, 
succeeding F. S: Holbrook, resigned because of ill health. 

C. S. Edmonds has been appointed assistant general freight 
agent, Fort Worth and Denver City Railway and the Wichita 
Valley Railway, at Fort Worth. 

P. J. Swartz has been appointed general manager, Cleveland 
and Buffalo Transit Company, with headquarters at Cleveland. 
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succeeding George A. Bomm, who has been appointed general 
agent at Buffalo, which position was held by R. C. Thy 
H. B. Smith succeeds Mr. Swartz as general freight agent 
Cleveland. K. V. Kauffman has been appointed genera] easter 
agent at New York. 

E. A. Ratelle has been appointed assistant to the presiden 
Redwood Line, Inc., with headquarters at New Orleans, to tg, 
the place of E. L. Throgmorton, who died at Mobile, Ala, p, 
cember 31. The position of vice-president and general Manage; 
has been abolished. 


DOINGS OF THE TRAFFIC CLUBS 


At a meeting of the Traffic Club of Montreal at the Windsor 
Hotel January 21, Major-General J. H. MacBrien, of the Inter. 
national Airways of Canada, Ltd., and president of the Aviation 
League of Canada, outlined the progress of aviation in thy 
country and elsewhere. The year 1927 will be known ag thy 
“year of awakening” in Canada, he said. He expected to gee 
a transcontinental air route established in the next two yea 
“No country has more to gain through aviation than Canada” 
he declared. 


At the monthly meeting of the Traffic Club of Jacksonvilk 
at the Seminole Hotel January 7, the following officers wer 
elected: President, C. E. Muller, secretary, Jacksonville Chap. 
ber of Commerce; vice-president, G. M. Campbell, district freight 
representative, B. & O.; board of governois, R. J. Healey 
traffic manager, Ford Motor Company; Ed. Hare, veneral agent, 
New York Central; H. G. White, general agent, Clyde Steam 
ship Lines; M. H. Lillard, Florida freight agent, Georgia Rail. 
road; H. E. Shepard, general agent, A. C. L., and H. C. Avery, 
vice-president and general manager, Union Terminal Ware. 
house; secretary-treasurer, Hoyt W. Lee, city freight agent 
L. & N. 


Wayne E. Butterbaugh, of the University of Minnesota, 
addressed the Traffic Club of Kansas City at its annual dinner 
January 24. There were reservations for more than 600. 


The Transportation Club of Des Moines held a meetin 
January 25. Wayne E. Butterbaugh, of the University of Mix. 
nesota, was the principal speaker. 


The Elmira (N. Y.) Traffic Club was the guest of the Sec. 
ond National Bank of Elmira January 17, at which time officers 
were elected. William C. Metzger was reelected president. 
Leon H. Marsh was reelected vice-president and Malcolm J. 
Williamson, secretary and treasurer. President S. G. H. Turner 
and other officials of the bank made short addresses. Roy B. 
Delo, assistant cashier, was toastmaster. A turkey dinner was 
served in the bank cafeteria by girl employes, and the club 
members were conducted on a tour of inspection of the various 
departments of the bank. 


The Traffic Club of Indianapolis held a meeting at the 
Severin Hotel January 24. Dinner was served and there was 
a program of music. 


The Traffic Club of New England will hold its eighteenth 
annual banquet at the Copley-Plaza February 19. J. M. Davis, 
president, D. L. & W., will be the principal speaker. 


There was an attendance of about 115 at a luncheon of 
the Traffic Club of Tulsa at the Mayo Hotel January 22. J. £ 
Hammett was in charge of the entertainment. Frank E. Burke, 
president of the club, announced that a dinner-dance would 
held at the Mayo Hotel February 19. Walter L. Meyers, divi 
sion freight agent, Missouri-Kansas-Texas, will be in charge o 
entertainment. 


The Traffic Club of New York will hold its monthly meet 
ing at the Park Central Hotel January 29..D. T. Lawrence, 
chairman, Official Classification Committee, will speak on “Pr 
cedure of the Classification Committee.” Dinner will be served 
A ladies’ afternoon bridge party will be held in the club rooms 
January 31. Entertainment, under the head “A Night in Chin 
Town,” will be provided at the club rooms February 2. Dinne 
will be served and there will be dancing and other entertalt 
ment. 


The Women’s Traffic Club of San Francisco held a meetitt 
at the Women’s City Club January 24. Ralph Bybee, forelg 
freight agent, Munson-McCormick Steamship Company, gave # 
illustrated address on his recent trip to South America. The 
members of the Pacific Traffic Association and the Westell 
Traffic Conference were guests. A nominating committee ¥* 
chosen. 


The Transportation Club of Louisville will hold a lunched 
at the Brown Hotel January 29. H. V. McChesney, ex-secretaly 
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of state, of Frankfort, will be the principal speaker. At the 
last business meeting it was decided to form an educational 
committee, of which F. L. Speiden was made chairman. The 
club began the publication of a monthly periodical, “Trans- 
portation Club News,” with a January issue. 


The Oakland Traffic Club held a dinner meeting at the 
Athens Athletic Club January 15. There was a large attend- 
ance. Included in the business was discussion of an invitation 
from the Pacific Traffic Association to take charge of its March 
meeting. Because of the proximity of dates of the meetings of 
the two clubs, the secretary was instructed, to advise the asso- 
ciation it would not be possible to accept. After the business 
session, Mr. O’Shaughnessy, chief enginees of the city and 
county of San Franciscé, gave an illustrated address on the 
proposed bridge across San Francisco Bay. 


The Portland (Ore.) Industrial Traffic Club held its annual 
meeting January 7. F. O. Curtis, traffic manager, Blake, Moffitt 
and Towne Paper Company, was elected president; W. A. Baker, 
vice-president; Cregg C. Meriweather, secretary; R. E. Weston, 
treasurer, and John L. McConnell, J. T. Meyer and A. H. Hand 
were elected directors. Mr. Baker acted as toastmaster and 
T. I. Deck was chairman of the entertainment committee. Rep- 
resentatives of the railroad and steamship companies were 
guests. 


The Traffic Club of St. Louis will hold a luncheon at the 
New Jefferson Hotel January 28. Kenneth Macgowan, dramatic 
critic and author, will speak on “Newer Trends in Modern 
Drama.” 

The annual election of the Traffic Club of Erie was held 
January 17. The following officers were elected: President, 
Robert C. Foster, traffic manager, Odin Stove Manufacturing 
Company; vice-president, J. J. Burgoyne, city passenger and 
ticket agent, New York Central; treasurer, O. L. Fleeger, agent, 
Bessemer and Lake Erie Railroad; secretary, M. W. Eismann, 
traffic manager, Manufacturers’ Association of Erie. The annual 
banquet has been set for March 14. 


The Transportation Club of St. Paul elected the‘following 
officers at its eighth annual election January 15: President, 
C. K. Landes, assistant general freight agent, Soo Line; first 
vice-president, A. A. Connel, traffic manager, Waldorf Paper 
Products Company; second vice-president, M. M. Goodsill, gen- 
eral passenger agent, Northern Pacific; treasurer, Guy E. Dailey, 
assistant cashier, First National Bank; secretary, Charles A. 
Liggett, service agent, St. Paul Association of Commerce; di- 
rectors, R. L. McDonald, general agent, Great Lakes Transit 
Corporation; R. M. Stubbs, general agent, Grand Trunk-Cana- 
dian National, and W. D. Peachey, traffic manager, Montgomery 
Ward and Company. E. J. McMonigal, traffic manager, Twin 
City Brick Company, the retiring president, becomes chairman 
of the executive committee. A luncheon was held at the Union 
Depot dining room January 22. A representative of the North- 
west Airways, Inc., spoke on “Air Transportation.” 

The Los Angeles Transportation Club, Women’s Traffic Club 
and Rail and Water Club held a joint open forum meeting at 
the Alexandria Hotel January 21. Nicholas B. Harris, of the 
Harris Detective Agency, was the speaker. 


The Traffic Club of Philadelphia will hold its annual meet- 
ing at the Bellevue-Stratford February 11. Officers will be 
elected. The ticket is headed by R. A. Brown. 


The Traffic Club of Wichita held its “Missouri Pacific Day” 
January 24, instead of January 17, as previously announced. 
H. L. Traber, general freight agent of that line at Kansas City, 
was the speaker. 


There was an attendance of 500 at the thir. 2 1nual dinner 
of the Motor City Traffic Club of Detroit at the Book-Cadillac 
Hotel January 21. The retiring president, George B. Wright, 
general freight agent of the Detroit & Cleveland Navigation 
Company, was presented with a token of esteem by the mem- 
bers after he turned over the office to Joseph A. Treat, traffic 
manager, Struthers-Zeigler Cooperage Company, in concluding 
his acceptance speech, Mr. Treat introduced W. C. Cowling, 
traffic manager of the Ford Motor Company, who traced the 
growth of railways, injecting humorous anecdotes, to the pres- 
ent day. He introduced Charles Barham, formerly chairman 
of the Southern Freight Association and now vice-president in 
charge of traffic, Nashville, Chattanooga and St. Louis Railroad, 
the speaker of the evening. He cited figures to emphasize the 
magnitude of the work necessary to carry out the Commission’s 
order in docket 13494, and traced the growth of the freight rate 
structures in various parts of the southeastern territory from 
the time that rates were made per cubic foot instead of per unit 
of weight. 
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GREAT LAKES BOARD 


Business, in general, as evidenced by 26 of the basic 
modities originating in the Great Lakes Regional Advisory 
Board district, will show an increase of 9.4 per cent in the 
quarter of 1929, as compared with the same period last 
according to predictions made by shippers at the twenty-thing 
regular meeting of the board, Detroit, January 17. 


Seven hundred shippers, business men, bankers, 
and steamship officials, and others interested in transpo 
gathered to hear the reports of the industrial, growerg’ and 
shippers’ committees, the railroads, and the opinions eXxpresge{ 
by twelve bank officials from the district. 


According to Mr. Parker, vice-president of the First \, 
tional Bank, Detroit, “there seems to be every indication of a 
continuation of the prosperity which we enjoyed in 1928 4 
fact, it is reasonable to anticipate an even greater m 
of prosperity through this coming year. Despite record Dro. 
duction in many lines of industry in the past year, thig year 
does not begin with an extraordinarily large accumulation 
stocks on hand, so that there is no reason to count upon a cog, 
tion of this high production because of excess inventory, Th 
present market seems quite capable of taking care of additiony 
output. I look for an increased production in many lines, wi 
perhaps some increase in commodity prices. The export busines 
of this country has been steadily growing, and it is confid 
expected that there will be a greater demand for our goog 
abroad than there has been heretofore.” 


The freight car loadings are a sensitive business barometer, 
because the railroads are the essential transportation machine 
more perfectly coordinated than ever before, was the conclusion 
expressed by Professor C. S. Dunford, of the economics depart. 
ment, Michigan State College, in his analysis of business for. 
casts. He spoke, in part, as follows: 


The practicability of the use of car loading data as the only inde 
of general business conditions has been questioned. This criticism j 
valid only if it is made with reference to the long time view of bus- 
ness conditions. The point of view that the volume of business show 
no So change during the period of depression from that which 
prevailed in the period of prosperity is ridiculous. Furthermore, in ow 
present high state of individual and territorial specialization, together 
with that revolutionary change in business practice which we chara- 
terize as “hand-to-mouth,” railway tonnage is, today, a particularly 
sensitive business barometer, whatever may have been the case in 
the past. 


That factory production will continue at a high tension was 
expressed in reports covering the largest producing centers of 
the district. Kenneth A. Moore, assistant traffic manager, Ns 
tional Automobile Chamber of Commerce, speaking for the 
automobile manufacturers, predicted that 167,234 cars would 
be required to move new automobiles in the first quarter of 
the year—an increase of almost 30,000 freight cars over their 
requirements in the first three months of 1928. He said, in part: 


During the year just passed, 810,000 motor vehicles were exported 
from American-owned plants. This was an increase of 26 per cent 
over the exports of 1927. Conservatively stated, the indications for 
1929 point to a continuance of 1928 volume, with strong possibilities of 
an increase in total volume produced. 


Stephen T. Stackpole, traffic manager, Pennsylvania, a 
Chicago, called attention to the improvements made in railroad 
transportation since the return of the roads to private contrd 
in 1920, and the necessity for an improvement in the credit 
situation to allow of adequate financing. Said he: 


The railroads are doing an outstanding job and are going aheai 
under their responsibility to produce adequate transportation. They 
face their problems with. cheerful determination but view with alam 
the possible situation in which they will have to report to the publi 
‘‘we have no funds.”’ 


He referred to the ten freight service averages, such # 
the net ton-miles per mile of road a day, net ton-miles per car 
day, and others, saying that in the first ten months of 1928 ne¥ 
efficiency records were made in six of them. He continued # 
follows: 


This makes, as a whole, a picture of splendid accomplishment. h 
many phases of this accomplishment the advisory boards have 
small part. You want it to continue—not only for the quality of tral 
portation which it insures railroad patrons, but also because the Mm 
roads’ well-being affects the general well-being. Since 1916, the tv 
largest items of railroad expense have doubled and today the railroads 
pay out annually in wages $3,000,000,000 and for the current purchas 
$1,500,000,000. Don’t forget, in addition, the $800,000,000 now going 
annually into improvement and betterments. 


Following the morning session, a luncheon, sponsored by 
the Traffic Club of Detroit, was held in the Hotel Statler bal 
room. William B. Stout, consulting engineer for the airplatt 
division of the Ford Motor Company and president of the Stout 
Air Services, Incorporated, spoke on the “Coordination of 
and Rail.” Airplane and railroad agencies should coo 
with each other, according to Mr. Stout. It was his op 
they would not become competitive, but that each would, i 
time, fall into its proper place in the scheme of things. 
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Financing Available for 
Plant Extensions or Buildings 
on New Locations 


If you desire to extend your present 
Plant Facilities or to move to new build- 

























































measure ; : ° : 
ord pro ings on a new location, with requirements 
lation « of not less than $1,000,000, an investment 
a and building syndicate of national repute 
— will make you an attractive proposition. 
business , ; , 
7 on No Investment of any kind is required 
on your part. The pre-requisites are: 
y p 
rometer, 
a (1) That the location be on rail- 
3 depart a = road facilities in Eastern Trunk line 
e88 fore @ The City of New Orleans grew into the — territory. 
Nation’s second port because of its location 
fay at the mouth of the great Mississippi River. (2) That you have a going business 
"of Diu This gave it the advantage not only of water with a clean and successful record 
a = transportation and water rates, but forced the that will stand investigation. 
‘ae great railroad systems to reach it as a ter- ee . 
ae minus. Nine trunk railroad systems come into (3) That you can show justification 
> case in the city. for the extension or move you con- 
sion was New Orleans, with its publicly owned docks, template. 
niters of has invested nearly $160,000,000 on making ‘ ‘ I] 
4 the port, in service and equipment, one of the In these circumstances, this group wi 
5 well finest in the world. There is a Public Belt build to your own specifications plant 
ay Railroad which connects the railroads with facilities which you may rent for a fair 
io one another and with industries located here - h 1 ith ti 
with the river front. There are 91 steamship return ; or on purchase lease with amortl- 
— lines having regular sailings to all parts of the zation, as you may prefer. 
thoes Se world. New Orleans is one of the great ports 
“ neo It has all equipment and — Proposals also will be entertained for 
tn les tor handling its enormous tonnage, both ° ; 
—- for export and import. taking over your present plant, Ht 
| — The Association of Commerce here maintains = investment for use in your business. 
e C - Ns) . . . e 
a bureau which has complete information on Where individual r equir ements are less 
a a traffic and rates and will always be glad to than $1,000,000, consideration will be 
th lars help manufacturers and shippers. given to proposals for financing locations 
oe Write for information. of groups aggregating that amount or 
such 1 New Orleans Association of Commerce more. 
ae ; Room 303, New Orleans, U. S. A. P . 
nued a Inquiries will be treated in strictest 
confidence. 
e had no 
he | Address: 
e two 
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NO SECTION 10 AMENDMENT 
The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce, 
January 22, rejected the recommendation of the Commission 
that section 10 of the interstate commerce act be amended to 
provide for minimum fines of $500 each for violations of the 
provisions of the section. The committee voted to table H. R. 
15971, the bill introduced by Chairman Parker to give effect to 
the Commission’s recommendation, after a brief hearing at 
which Commissioner McManamy, chairman of the Commission’s 
legislative committee, and Thomas P. Healy, director of the 
Commission’s bureau of inquiry, testified. 

Members of the committee took the position that discretion 
as to the amount of a minimum fine under the section should 
be left to the courts. As the law now stands, a maximum fine 
of $5,000, and imprisonment, if the defendant is an individual, 
may be imposed. Courts have imposed a fine of as low as one 
cent under the section. 

Commissioner McManamy explained that section 10 con- 
tained four paragraphs and that it was proposed to amend the 
section so as to provide a minimum fine of $500 for each of- 
fense named in those paragraphs. He said that the primary 
purpose of the section was to preserve the integrity of rates 
published by the carriers and filed by them with the Commis- 
sion and to protect the honest shipper from the unfair competi- 
tion that was bound to flow from the acts of his dishonest com- 
petitors of falsely describing shipments and filing false loss 
and damage claims that resulted in the obtaining of transpor- 
tation at less than the lawful rates. 

“The imposition of a small fine is no deterrent to the con- 
tinuance of the fradulent practices in question,” said the com- 
missioner, “especially where, as often happens, the dishonest 
shipper has profited by his unlawful conduct to a greater extent 
than the amount of his fine.” 

Representative Nelson, of Maine, indicated that he thought 
injustice might result if the courts were required to impose a 
fine of not less than $500. Representative Newton, of Minne- 
sota, also indicated opposition to such a requirement, as did 
also Representative Huddleston, of Alabama. 

Chairman Parker announced that the railroads were not 
for or against the bill. 


BARGE LINE WAREHOUSES, ETC. 


Representative Letts, of Iowa, in remarks in the House, 
January 22, discussed a bill (H. R. 8226) he introduced in the 
last session of Congress, authorizing the Inland Waterways Cor- 
poration to construct and operate warehouses and elevators 
on the Mississippi River. The bill would authorize an appro- 
priation of $40,000,000 for the construction, maintenance and 
operation of warehouses and elevators on the Msissisippi River 
above St. Louis. 

Mr. Letts said the bill was designed as a form of farm 
relief and at the same time as an aid to river transportation. 
The bill, said he, would simply put the government into the 
business of running a warehouse or an elevator “which would, 
in my judgment, be entirely proper in this case, because I be- 
lieve it is a facility which naturally belongs to the operation 
of the barge line.” He said it would increase the business of 
the barge line and at the same time offer the farmer a proper 
place in which to store his grain. 

“T admit that it puts the government in business,” said he, 
“a thing not to be desired, and yet if the government is justi- 
fied in owning and operating a barge line, it is justified in 
carrying on another business which is necessarily an auxiliary 
to it.” 

Representative’ Letts said the proposal “seems to have 
the approval of the bankers of Iowa as expressed in two 
annual meetings and of the Mississippi Valley Association.” 
He said he intended to reintroduce the bill if a special session 
was called and seek action on it. 


NORTHWEST ADVISORY BOARD 


The sixth annual and twenty-sixth formal .meeting of the 
Northwest Shippers’ Advisory Board will be held at Minneap- 
olis, January 29. Ralph Budd, president of the Great Northern, 
will address the forenoon session, and A. C. Loring, president, 
Pillsbury Flour Mills, will speak immediately after the lunch- 
eon. Car requirement for the first quarter of the year will be 
estimated in the commodity committee reports for the various 
industries and the railroads will report on condition of equipment 
and other matters. Officers will be elected. The executive 
committee will hold a meeting prior to the morning session of 
the board. 


ATLANTIC STATES BOARD 


Henry E. Stringer, vice-president, Hydraulic Pressed Brick 
Company, Washington, D. C., was elected general chairman of 
the Atlantic States Shippers’ Advisory Board at its annual meet- 
ing at New York January 18, to succeed W. J. L. Banham. 
The other officers elected were as follows: Alternate general 
chairman, Samuel B. Crowell, Philadelphia; general secretary, 


, 
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P. W. Moore, traffic manager, Queensborough Chamber of Con. 
merce; secretary, William B. Einstein. 

Mr. Banham expressed himself as highly gratified with 
success of the plan to get the carriers and shippers to 
their problems by friendly discussions. In that connection, 
said: “I know of no reason why additional machinery shoul 
not be set up to deal with rates and classification matters, 
terminal problem should be dealt with by both the shippers and 
the railroads and ways and means must be found to pagg More 
freight through our present terminals at less expense,” 


EXPRESS AGENCY PLANS 
The Trafic World Washington Bureay 


No opposition to the plans of the railroads to take over ty 
express business on March 1 was developed at the h 
before Director C. D. Mahaffie, of the Commission’s bureay 
finance, on January 24 in Finance Nos. 7316 and 7322, the g 
plications made for permission to pool revenue, to issue »& 
curities and for the 86 major railroad systems to acquire th 
stock of Railway Express Agency, Inc., the name of the cop. 
pany organized to take over the assets of the American Rjj. 
way Express Company and operate the express service. 

The National Industrial Traffic League was the only inte. 
vener at the beginning of the hearing. John E. Benton, gener 
solicitor of the National Association of Railroad and Utility 
Commissioners, and Robert Morgan, representing the Brothe. 
hood of Railroad Clerks, entered their appearances in behalf gf 
interests represented by them. They said, in answer to que 
tions by Director Mahaffie, that they would file petitions of 
intervention if they deemed such action necessary. 

Commissioner Campbell sat alongside Director Mahaffp 
for part of the initial session, his desire being similar to tha 
of Mr. Benton, the obtaining of information along certain lines, 
Mr. Campbell was particularly interested in finding out what 
was back of the proposed issue of $35,000,000 of debenture 
bonds, which, at the hearing, was reduced tentatively to $3)- 
000,000 because the smaller sum seemed sufficient to cover the 
cost, to the acquiring railroads, of everything that would bk 
taken over. Mr. Benton was interested in finding out whether 
the new company proposed to take over the assets of the e 
isting company and be without obligation to settle claims 
within the various states, against the old company, a fact tha 
greatly irritated shippers and state railroad commissioners 
when the American Railway Express Company took over the 
assets of the companies that had been performing the express 
service. Mr. Benton’s attention was directed to the fact that 
the new company specifically provided that it would defend 
and settle claims against’ the old company. 

The National Industrial Traffic League made inquiries as 
to whether the new company would stipulate that in the matter 
of service it would subject itself to the jurisdiction of the Com 
mission in the same manner that the service of the railroads 
was subject to its jurisdiction. It also wanted to know whether 
the new company would stipulate that there should be no 
increase in rates by reason of the fact of transfer from the 
old to the new company and whether the new company would 
stipulate that it would not engage in any business other tha 
that which an express company generally performed. 

No definite answers were given to those inquiries, but 
attention was called to the fact that the new company propose 
to adopt the rates of the old company by means of tariff adop- 
tion notices. Attorneys for the new company said they couli 
not make answers on the other points until they had ascer 
tained more fully the meaning of the inquiries and what affirm 
ative answers thereto would mean. 

Explanation of the plans was made by W. B. Storey pres: 
dent of the Santa Fe and head of the committee of the Ass 
ciation of Railway Executives, which made them, as he said, t0 
enable the carriers to meet the criticisms made by the Com 
mission and individual commissioners about express servi 
relationship to the railroads. 

So far as the public was concerned, he said, the intention 
of the railroads was to make a mere change in the name of the 
agency performing the service. As to the assets back of the 
issue of bonds, he said, they were debentures and did not cove 
the property but did rest upon the revenues of the expres 
agency, estimated at $300,000,000 a year. He said the plat 
would not have been workable by purchase of the stock of the 
express company unless all the stock could be acquired which, 
he said, would have been impossible because of the minority 
of stock outstanding. To have bought the stock, he said, would 
have cost between $3,000,000 and $4,000,000 more than under 
the taking over of the assets. In answer to a question 
Mr. Campbell, Mr. Storey said there was not understanding 
that the old express company should not go into the expres 
business or cease selling money orders. 


You may either write or wire our Washington off 
for information concerning matters in any departmet! 


of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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FREIGHT COMMODITY STATISTICS 


In the third quarter of 1928, the Class I railroads of the 
United States as a whole originated 353,045,165 net tons of reve- 
nue freight, an increase of .59 of one per cent in comparison 
with the same period in 1927, according to the compliation made 


by the bureau of statistics of the Commission. 
the third quarter 


groups of commodities, for 


Commodity Group- 
Products of agriculture 
Animals and products............0.. 
Products of mines 


ge A a | eee ee eee 


Manufactures and miscellaneous 
All L. C. L. freight 


Total 


*Decrease. 


The figures, by 
follow: 


Per Cent In- 
crease Over 
Same Period 
in 1927 
2.21 
*5.33 
* .60 
*5.46 
6.30 
*6.33 


‘Tons Origi- 
nated, Third 
Quarter, 1928 
31,020,022 
6,015,932 
199,674,214 
23,638,231 
83,354,281 
9,342,485 


veeees 353,045,165 39 


The cumulative figures for the period from January 1, 1928, 


to the end of the third quarter, 


whole, follow: 


Commodity Group— 


ProGuctS Of ASTICUITUTC ... ....00cccccces 
ee rr ee eee 


Animals and 
Products of mines 
Products of 
Manufactures 
All L. C. L. freight 

NI is Sidhe val acai iw eae: ei'eiaree oyaorpora 


*Decrease. 


Figures showing freight traffic 


rt aera 
and miscellaneous..... 


pane ive 935,752,821 


for the United States as a 


Tons Origi- Per Cent In- 

nated, Nine crease Over 

Months Ended Same Period 

Sept., 1928 in 1927 

77,009,381 1.50 
18,637,141 * 82 
506,574,688 *7.15 
sate 73,047,417 *4.49 
eaceers 233,061,459 3.91 
27,422,735 *5.04 


*3.52 


originated, freight traffic 


terminated, total tonnage carried and freight revenue, by classes 


and groups of commodities, for 
in the third quarter follow: 


Number 
of Car- 


loads Rev. 


Products of 
lL.) 


Group I. 


Agriculture (C. inated 


Barley 

Rice 

Grain, 

Flour, wheat 

Meal, corn 

Flour and meal, 
.S. 


Cereal food preparations, 
N.O.S. 


Mill products, N.O.S 

Hay and alfalfa 

Straw 

Tobacco, leaf 

Cotton in bales 

Cotton linters, noils, and re- 
gins 

Cottonseed 

Cottonseed meal and cake.. 

Oranges and grapefruit 

Lemons, limes, and citrus 
fruits, N.O.S. 

Apples, fresh 

Bananas 

Berries, fresh 

ry or and melons, 


edible, 


Grapes, fresh 
Peaches, fresh 
Watermelons 

hy epewes domestic, 


Potatoes, other than sweet. 

Cabbage 

Onions 

Tomatoes 

Vegetables, fresh, N.O.S.... 

Beans and peas, dried 

Fruits, dried or evaporated.. 

Vegetables, dry, N.O.S : 

Vegetable-oil cake and meal, 
except cottonseed 

Peanuts 

Flaxseed 

Sugar beets 

"wan of agriculture, 


4,242 


3,941 
2,607 
2,296 
5,238 


23,382 


Total products of agricul- 
t 1,223,742 


Group II. Animals and 
Products (C. L.) 
Horses, mules, ponies and 
asses 


deck 
Calves, double-deck 


196 
Sheep and goats, single-deck 15,496 


loads Rev. 
Frt. Orig- Frt. Ter- 


the United States as a whole, 


Total Tons 
Rev. Frt. 
Carried 

(Incl. Du- 

plications) 

15,493,934 
4,812,813 
2,945,316 
2,522,625 

206,737 
961 42,603 

109,584 5,400,527 

4,048 140,967 


523,132 


491,593 
4,326,392 
1,087,399 

444,206 

452,014 
1,016,675 


133,117 
577,425 
365,510 
711,346 


306,806 
809,691 
545,948 

47,200 


1,239,480 
1,626,603 
1,524,503 
1,502,269 


1,383,841 


14,580 
1,997,509 
166,568 
359,295 
333,627 
821,679 
191,101 
383,634 
115,509 


149,607 


Number 
of Car- 
Freight 
Revenue 
(Dollars) 
$ 47,793,158 
11,801,705 
6, 362, 744 


minated 
267,093 
85,629 
59,115 
45,781 
5,003 


11, 177, 295 
280,568 


1,001,130 


1,412,958 
7,679,500 
3,104,863 

787,916 
2,340,155 
5,936,109 


501,534 
1,209,003 
798,825 
4,799,106 


1,884,860 
4,168,469 
4,277,276 

324,504 


7,633,509 
12,029,514 
9,174,285 
5,365,554 


9,965,001 


63,167 
7;715,378 
78,010 
1,685,371 
z, 806, 859 


10,225 


12,754 
113,340 
51,569 
24,224 
21,868 
53,953 


4,140 
% 974 


540,688 


343,642 
387,778 
348,584 
311,446 


3,662,911 


249,600 
1,035,808 
1,302,871 


56,716,988 $194,769,951 


10,416 
192,629 
1,32 
15,355 


190,673 $ 1,057,973 


3,015,972 13,203,591 
26,041 136,961 
177,040 788,646 


Number 
of Car- 


loads Rev. loads Rev. 
Frt. Orig- Frt. Ter- 


inated 
Sheep and goats, double- 
deck 21,289 
Hogs, single-deck 79,080 
Hogs, double-deck 28,128 
Fresh meats, N.O.S 54,637 
Meats, cured, dried, or 
smoked 12,837 
Butterine and margarine.... 941 
Packing-house products, edi- 
ble, N.O.S., not including 
canned meats 
Poultry, live 
Poultry, dressed 
Eggs 
Butter 
Cheese 
Wool 
Hides, green 
Leather 
Fish or sea-animal oil 
Animals, live, N.O.S 
Animal products, 3 
(other than fertilizers and 
fertilizer materials) 


20,735 
3,751 
4,286 

10,809 

11,876 
6,139 
8,240 
7,742 
2,862 

917 
286 


17,026 


Total animals and products 503,045 

Group III. Products of 
Mines (C. L.) 

Anthracite coal 

Bituminous coal 

Coke 

Iron ore 

Copper ore and concentrates 

Lead ore and concentrates.. 

Zine ore and concentrates... 

Ores and concentrates, 
N.O.S. 

Gravel and sand (other than 
glass or molding) 

Stone, broken, ground, or 
crushed 

Stone, rough, N.O. S.. LM icatane a6 

Stone, finished, is ee 

Petroleum, crude 

Asphalt (natural, by-product, 
or petroleum) 

Salt 

Phosphate rock, 
(ground or not ground)... 

Sulphur (brimstone) 

Products of mines, N.O.S... 


309,196 


111,385 
589,141 
24,487 
6,539 
7,050 


574,854 


"39, 238 
6,484 


27,821 


8,795 
199, 922 
Total products of mines. .3,822,807 

Group IV. Products of 

Forests (C. L.) 
Logs 
Posts, poles, and piling 
Wood (fuel) 
Ties, railroad 
Pulp wood 
Lumber, shingles, and lath 
Box, crate, and cooperage 
materials 
Veneer and built-up wood... 
Rosin 
Turpentine 
Crude rubber 
claimed) 
Products of forests, N.O.S... 


380, 392 


(not re- 4, 
31, 263 


Total products of forests.. “$44,413 
7’. Manufactures 

Miscellaneous (C. L.) 

Petroleum oils, refined, and 
all other gasolines 

Fuel, road, and petroleum 
residual oils, N.O. 

Lubricating oils and greases 

Petroleum products, N.O.S. 

Cottonseed oil 

Linseed oil 

Vegetable oils, N.O.S........ 

Sugar (beet or cane) 

Table sirups and edible mo- 
lasses 

Molasses, blackstrap, and 
beet residual 

Iron, pig 

Iron and steel, rated sixth 
class in official classifica- 
tion, N.O.S 

Rails, fastenings, frogs, and 
switches 

Cast-iron pipe and fittings... 

Iron and steel pipe and fit- 
tings, N.O.S. 

Iron and steel: nails and 
wire, not woven 

Iron and steel, rated fifth 
class in official classifica- 
tion, N.O.S. (also tin and 
terne plate) 

Copper: ingot, matte, and pig 

Copper, brass, and bronze: 
bar, sheet, and pipe 

Lead and zinc: ingot, pig or 
bar 

Aluminum: ingot, pig, or slab 

Machinery and boilers 

Cement, natural or Portland 
(building) 

Brick, common 

— N.O.8., 


Grou 


41,297 
5,145 
3,142 

37,847 

24,711 


12,745 
21,237 


43,675 
16,102 


256,824 
5,273 


3,540 
7,037 
689 
55,244 


235,782 
59,176 


79,713 
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Number Total Tons 
of Car- Rev. Frt. 
Carried 
(Incl. Du- 
minated plications) 


22,735 491,808 
79,905 870,735 
30,075 550,377 
54,440 1,567,254 


13,279 462,606 
948 22,559 


Freight 
Revenue 
(Dollars) 


2,740, 
ry 779 


2, 932,608 
9,518,341 


2,663,370 
161,340 


19,607 
4,728 
4,802 

12,338 

14,427 
6,681 
8,849 
7,569 
3,065 

944 


232 


704,750 
125,352 
158,142 
373,084 
408,542 
186,165 
282,016 
375,983 
138,713 
70,444 
6,157 


3,413, 28 
1,183 rr 
1,340,648 


3,343,479 
1,292'175 
1,815,205 
1439/1765 

494° 848 


600,777 
10,805,190 


17,702 


522,054 $ 57,935,038 


289,442 
1,441,619 
109,484 
490,539 
37,482 
6,357 
9,535 


18,463 
576,404 
228,582 


25,400,625 $ 36,627,017 
167,524,407 186,253 
5,874,724 
49,850,273 
2,333,033 
553,672 
854,168 


1,783,287 
38,797,307 
15,631,052 

2,821,940 

678,861 

3,857,060 


2,166, 686 
2,528,894 


1,058)418 
2,172,706 
26,061,791 
10,677,173 
3,046,258 
1,087,678 
8,359,905 


4,424,106 
4,875,273 
1,727,674 
1,327,894 
15,599,110 


$317,359, 745 


16,418,028 
339,435,086 


215,283 
3,618,009 


4,731,419 
5,164,206 
943,266 
2,750,878 
2,847,348 
66,148,309 


4,715,494 
464,721 
787,199 
204,311 


1,007,078 
2,469,162 


$ 92,233,391 


226,045 
45,785 
32,867 
24,199 
65,465 

445,351 26,953,966 
1,764,914 

147,225 
351,410 
61,781 


295,286 
1,106,762 


45,930,368 


35,850 
933,748 


28,949,427 $ 71,473,434 


4,802,575 11,289,694 
2144,843 6,349,740 
"135,797 363,461 
334,270 839,889 
140,455 488,825 
803,593 


220,602 
2,706,805 10,980,542 
1,049,871 


353,680 
557,204 


237,358 
2,889,297 3,447, 7268 


431,790 


36,713 


2,006,447 


1,707,026 
3,033, B52 


11,958,912 
2,108,954 


23,483 


9,641 
18,757 


44,335 
14,219 


1,787,371 


926,917 
1,180,316 


8,592,195 
752,413 


35,564,426 
$49,700 


665,530 
164,778 
' 11,659 


257,275 15,064,935 
5,499 807,010 1, 


3,907 237,278 
8,943 986,400 
828 53,166 , 
52,887 2,276,709 9,461,576 


243,163 16,937,782 24,250,144 
61,569 8,603,482 4,298, 


77,641 5,072,298 7,601,397 









THE ‘TRAFFIC’ WORLD 


SPECIALIZE 


New and higher standards in the Traffic 
profession call for highly specialized 
training to successfully conduct cases be- 
fore Interstate Commerce Commission 
and other tribunals. 


= faminty 26, 1929 







‘| Boosts Earnings 


‘f 200 Per Cent 









Two separate courses:—(1) Traffic 
Specialization for men with ordinary 




























00 . oe * 
experience and training, (2) Traffic Law 
—Through Traffic Management and Practice for men with wide general 

Mt When U. a was still a —_— ~—_ i ote of = traffic experience. 

21 Western railroads—cog in a great machine—he little dreame “ . e 

that within a a years he — be operating . traffic NO THEORY OR BOOK READ- 

96 bureau for three Southern cities—each an important shipping J , 

: point—at an increase in salary of more than 200 per cent. ph ACTUAL PRACTICE ON 
He had read of such advancement time and again in LaSalle CO PLETE LEGAL TARIFFS. 

6 ne. He knew that ae aa — age ee I.Cc.C. AND COURT DECISIONS. 

offers unusual opportunity to show results and on the streng T T 
‘ of those results to win promotion. YOU LEARN BY DOING. 
; But—you know how hard it is to picture yourself earning 



















18 three times what you are now making—even though plenty of 
Ni others have proved such success to be readily within your grasp. 
" Today, however, Mr. McIntyre is Traffic Manager of the 
3 Muscle Shoals District (organized, incidentally, by another 
LaSalle-trained man who reports a salary-increase of 500 per 
Y cent), and good evidence of the important work he is doing is 
0 shown by the fact that his bureau has already saved the shippers 
: and receivers of that district more than $1,000,000. Mr. 
McIntyre is now insuring further progress through the pursuit 
of home-study training in Law. 


Here is opportunity knocking at your door. 
Write to-day for full information. 


COLLEGE OF ADVANCED TRAFFIC 


Dept. 2. 608 S. Dearborn St. Chicago, III. 
















2 Send for AE Book— 

a ortunities in Traffic Mana = 

wwe rin “HARTMAN’S SERVICE’’ 
If you are sincere when you say that you want to get ahead, ———————————————————————————— 


you will profit greatly through the reading of a 64-page book . 
entitled, “Opportunities in Traffic Management,” which LaSalle Freight Rates for Shippers 


will send you free. — : . 
To hundreds of men this book has been worth many times Loose Leaf Publications Covering Freight Rates to 


— OE a ee ee eee ee ae 



















—— in gold, for the reading of it has helped set them on Eighty Thousand Destinations 

e path to Fortune. 

What will it do for you? Possibly a great deal! Do your J EASTERN FREIGHT RATES 
part by clipping and mailing the coupon NOW. Hartman S WESTERN FREIGHT RATES 
——-—-—— Find Yourself Through LaSalle —- — — — — — CHICAGO GUIDE 


LaSalle Extension University 


The World’s Largest Business 
Training Institution 


Dept. 195-TR Chicago 


Tell me about your salary increasing plan as applied 
to my advancement in the business field checked 
below. Send copy of “Ten Years’ Promotion in 
One,” all without obligation. 


work. Rates clearly and definately shown. Something 
every traffic department needs. 
What the Books Cover—Rates on classes from the principal 
Cities in the East to destinations in Official and uthern 
Classification Territoriesare provided in “Eastern Freight Rates 


Class and Commodity Rates to destinations throughout the 
United States from points of origin in territory extending 
from the Atlantic Ocean on the East to the Missouri River on 
the West, are given in ‘Western Freight Rates”’. 





C) Traffic Management 





! 
AN accurate record of your transportation cost. No guess 





_] Business Management () Banking and Finance Freight, Parcel Post and Express Rates applying from Chicago 
L Higher Accountancy (] Modern Business Corre- to destinations in every State; also Provinces of Canada are 
Modern Salesmanship spondence named in the “Chicago Guide”’. 
‘s om — maneed . onan he Publicati listed abo ill be sent on approval 
— ] i Any or all of the cations listed above w 
[) Law—Degree of LL.B O aw ~~~ ” without obligation. on it... Cnn fk ceeuen this 
(] Commercial Law | Business li coupon p ; 
0 Industrial Management 5 sec = 5 aad SS SSS SSCS S SS SSS SESS SEES eee , 
Modern Foremanship (_] Effective Speaking ! w. J. HARTMAN, Publisher, 732 Federal St., Chicago ' 
C] Personnel Management () Stenotypy—Stenography t We are willing to examine your Publications 90 iniented below with eo ‘ 
[] Credit and Collection Correspondence . — Loy hag me a days we will send you the subscription p ' 
*s East Freight Rates a 
Name ' oe Western Freight Rates 4 
KORG TW bow ee ely eee Ue bees chenak oven daererenewer eens ae ‘ Oiartman’s Chicago Guide : 
TTT rrr rrr rr reer rrr er reer eee ee ee eee ee EES | 6 
Present Positi g§ FIRM NAME..........0ceeeees ‘ 
atl ala a are blah la ne . me oS Sad cc gduiansatianisavidibiabesunnene 
Address H ein Le ceeanennebineninmeneemanaine 
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loads Rev. loads Rev. 


Number 
of Car- 


Number 
of Car- 


Frt, Orig- Frt. Ter- 


Artificial stone, N.O.S...... 

Lime, common (quick or 
slaked) 

Plaster (stucco or wall) and 
GEy BROMO 6060 cccvccece 

Sewer pipe and drain tile 
(not metal) 

Agricultural implements and 
parts, Ss 

Vehicles, 


eee eee ee ee ee ee) 


ee eee eeeeeeere 
rr 


eee eee eeeeee 


Railway car wheels, axles, 
and trucks 
Automobiles (passenger) ... 
Autotrucks 
Automobiles and autotrucks, 
K. D. and parts, N.O.S... 
Automobile and autotruck 
tires 
Furniture, metal 
Furniture, other than metal 
Beverages 
cA eeipesint-ed ewe wn. ead ae 604 
Fertilizers, N.O.B8. ...ccccces 
Newsprint paper 
Printing paper, N.O.S....... 
Alcohol, denatured or wood 
Sulphuric acid 
Mapiosrves, N.O.8.. ...ccccece 
Cotton cloth and cotton fab- 
 & i. ee 
Bagging and bags, burlap, 
GE JOUB. cece cvcces 
Canned food products, 


ee 


ANID. cece etme ese ereeeeee 


Tobacco, manufactured prod- 

ucts , 
Paints in oil and varnishes 
err 


eee eee ee ee 


Scrap iron and scrap steel.. 


Paper bags and wrapping 
OO 2 ee eee 
Paperboard, pulpboard, and 
wallboard (paper) 
Building paper and prepared 
roofing materials ......... 
Building woodwork (mill- 
work) 
Soap and washing com- 
pounds 
Glass, flat, other than plate 
Glass: bottles, jars, and jelly 
glasses 
Manufactures and miscel- 
jameous, N.O.B.. -....ccccecs 


ee ee 
ee ee 


Total manufactures and 
miscellaneous ........... 


Grand total, carload traf- 
fi 


era er 9,544,911 
Group VI. L. C. L. 
Freight 
AN Te ©. Bx SPORE 65 cc cee’ 


Grand total, Carload and 
Ry. hs eb ae 004c0s<-0 


inated minated 
7,596 7,559 
32,834 35,635 
26,766 28,875 
42,099 42,038 
24,625 23,333 
2,005 2,214 
9,579 10,135 
3,360 2,628 
160,400 163,711 
8,722 ,490 
66,621 72,622 
14,415 18,032 
5,201 5,022 
27,816 31,183 
12,438 12,771 
74,208 75,33 
78,244 78,884 
14,142 29,213 
19,101 19,073 
4,300 4,483 
12,191 11,947 
96 ,80 
12,626 12,975 
7,479 7,090 
54,479 57,037 
2,577 2,457 
5,876 5,920 
51,769 48,938 
68,985 69,124 
17,632 17,307 
26,629 28,020 
24,391 24,762 
7,287 7,620 
13,819 14,316 
4,735 4,135 
24,009 24,987 
710,816 733,205 


3,150,904 3,233,241 


9,609,923 
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Total Tons 
Rev. Frt. 
Carried 

(Incl. Du- 

plications) 

418,029 
1,429,466 
1,590,807 
1,378,769 
668,340 


64,198 
284,413 


145,733 
2,846,526 
197,636 
2,888,408 


624,368 
141,217 


365,835 
256,485 
2,791,207 
112,991 
287,558 
3,382,665 
4,216,399 
964,198 
1,266,623 
1,075,469 
403,667 


581,913 
289,276 


972,001 
29,261,110 





Freight 
Revenue 
(Dollars) 
709,140 
2,482,372 
2,989,128 
2,724,335 
4,005,699 


339,072 
1,559,381 


412,336 
35,480,756 
2,066,119 
12,293,502 


3,750,772 


1,425,165 
1,470,029 


1,629,415 
1,055,673 
10,990,205 
782,103 
1,055,026 
2,040,686 
5,653,113 
2,611,186 
3,034,202 
2,855,581 
1,371,756 


2,237,355 
988,841 


3,059,366 


88,841,479 


160,828,106 $436,436,551 


613,715,738 $1,128,734,676 


15,915,441 $131,027,851 


THE RISE OF OAKLAND 


Editor The Traffic World: 


629,631,179 $1,259,762,527 


Constantly expanding through an almost unbelievable in- 
dustrial and commercial growth and many of us believe des- 
tined to be the industrial capital of the west, is Oakland, where 


rail and water meet. 


It is on the mainland side of San Fran- 


cisco Bay, about four miles across from San Francisco, and 
is the physical terminus of three transcontinental railroads, 
two electric short lines, and various auto trucking lines and 


terminals. 


It is also served by spacious modern docks, at which 


the largest ocean-going vessels make their port of call. 

About three years ago a $10,000,000 bond issue was floated 
for the construction of new units to the existing system of 
docks to care for the ever-increasing tonnage of the port. A 
Port of Oakland is under the jurisdiction of a commission 
composed of several of the most competent and best known 
port authorities in the United States. 

In anticipation of and now in keeping with the progress 
generally being made in transportation, Oakland has converted 
a large area of land immediately adjacent to tidewater, pur- 
chased some time ago for the purpose, into one of the finest 


airports in the world. 


The ‘field comprises 845 acres, with a 


runway 7,020 feet long. Subsequently it has become one of the 


major aviation centers of the United States. 


Regular passen- 


ger, freight, and express service is maintained and is being 
constantly augmented to care for the increased use of airplanes. 
The Oakland Airport is also the established air mail terminal 
of the entire San Francisco Bay district and was selected by 
the government after extensive tests. 

Oakland, by reason of these facilities, is one of the most 
important transportation centers on the Pacific coast, and its 
central location with respect to other Pacific coast cities, to- 


gether with the favorable rate structure between Oakland and 
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these points, makes its position as a point of distribution yp. 
surpassable. 

With the exception of San Francisco, which enjoys the Same 
rates, Oakland can serve the eleven Pacific coast states at 
transportation costs considerably cheaper than can any other 
Pacific coast city. Quite naturaly, these other cities can gery, 
certain nearby states at lower cost; but, generally speakip 
the more lucrative California market makes it desirable for , 
location in this state, and any manufacturer, whether loca] or 
national, who expects to distribute his products on the entire 
Pacific coast must select a community for his plant which Offers 
him complete distribution to all of this territory at the mog 
economical cost and the best possible service. Examination 
of the detailed facts and tariffs applicable to this district wy 
show conclusively that Oakland is that location. 

Switching rates are a material factor in economical traps. 
portation, and here again we find Oakland enjoying an advap. 
tageous position. The rates for a movement between an indys. 
try and the dock are 34 cents and 45 cents a ton, depending 
on the district in which the plant is located. This igs cop. 
trasted with the line-haul rates (which, of course, greatly eg. 
ceed these switching charges) that would accrue to a like 
movement in other California port cities, the preponderance of 
the industries at such points being outside the switching limits 
of the port itself. In addition to this, an industry in Oakland 
is within the switching limits of all the carriers and, in many 
instances, is served by joint spur track. The joint track ar. 
rangement would eliminate the connecting line switching 
charges on non-competitive traffic, and special absorptions of 
such charges are in effect on traffic destined to or originating 
at the dock, even though joint trackage is not enjoyed. Ab. 
sorption of connecting line charges on competitive traffic js 
made, of course, in all instances. 

Oakland is the center of what is known as the East Bay 
metropolitan district, which includes, in addition to Oakland, 
the municipalities:-of Alameda, Albany, Berkeley, Emeryville, 
El Cerrito, San Leandro, San Pablo and Richmond, extending 
approximately ten miles at the most distant point on either 
side of Oakland. Rates applicable betweex these districts range 
from 34 cents to 55 cents a ton, with the exception of Richmond 
and San Pablo, both of which are just outside the Oakland 
switching limits. These two points are subject to the low 
line-haul rates of 70 cents a ton. The advantage of such low 
charges on an inter-plant movement between any points in the 
territory described can readily be seen. 

Oakland industries are also provided with a less-than-car. 
load trap car service in effect between all of the rail lines, which 
enables any industry, irrespective of the line on which it may 
be located, to load for movement to the freight depot, carloads 
of numerous merchandise shipments destined to or received 
from line-haul points on the line serving it or any of the other 
lines for $2.70 a car, thereby eliminating a drayage charge 
between the plant and rail depot. 

Another important item entering into Oakland’s strategic 
location as a distribution center is the matter of rail and water 
service to consuming territory. 

Service from Oakland to the Pacific coast market as a whole 
is superior to that from other Pacific coast cities, and on traffic 
between California and north Pacific coast points excels that 
from other California ports (except San Francisco, which en- 
joys a parity) by at least three days. 

Service to interior California points is also excellent, move 
ment from Oakland to Fresno (a distance of 188.6 miles) being 
made overnight. This is only one of the many cases of ovel- 
night service accorded Oakland industries, which, with numer- 
ous other advantages, is reflective of the exceedingly favorable 
transportation facilities of Oakland. 

Numerous large trucking lines and terminals operating 
service into interior points furnish still another means of trans 
portation to markets served from Oakland. 

Oakland’s position as a transportation and _ distribution 
center is evidenced by the fact that many large manufacturing 
and assembling plants have become established in this district 
and are successfully distributing their products therefrom. 

E. G. Wilcox, 
Manager, Traffic Department, 
Oakland Chamber of Commerce. 
Oakland, Calif., Jan. 19, 1929. 





NEW LACKAWANNA FREIGHT HOUSE 

A new lake freight house, to replace one destroyed by fire 
November 6, is to built at Buffalo, N. Y., by the Lackawanna 
Railroad. The new building, which will face the Lackawanna’ 
passenger terminal on Main street, will be leased by the rail 
road to the Detroit and Cleveland Navigation Company for 4 
freight and passenger terminal. It will be of concrete al 
steel construction, with a water frontage of 834 feet. A neW 
concrete dock alongside the freight house is included in the 
plans. The new building is expected to be ready for occupancy 
about May 1. 
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TRANSMARINE LINES 


Direct Service 


LOS ANGELES (wilmington—Berth 188) 
SAN FRANCISCO (Pier 39) 
OAKLAND (Grove Street Pier) 


Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 

FonaapSeneie Railroad 

Central Railroad of New Jersey 
January 30 SUJAMECO 
February 13 SUSCOLANCO 
AND ALTERNATE WEDNESDAYS THEREAFTER 


From Ulf-Intercoastal 


MOBILE, ALA. (fitna Psi pocks) Steamer 
January 31 
February 14 SUNELSECO 
AND ALTERNATE THURSDAYS THEREAFTER 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 s Nassau St. Ne ew ww York City 


cies: Buffalo, Chica: Los Angeles — 
“it lkene ie Francisco, Seattle . 


We Save Money for 


Out Average 
of Shippers 


We save money for six out of every eight shippers 
that adopt the Signode System and provide a safer 
shipment for good measure. 


There is a reasonable chance that we can save for 
you. If we can’t we’ll tell you so. This coupon is 
the easiest way to start action. Please use it, there 
is no obligation. 


SIGNODE STEEL STRAPPING CO., 
2613 North Western Avenue, Chicago, Il. 


() Please send practical shipper to check up on my packing and 
shipping costs, 


O)Send catalog No. 15 containing practical suggestions for 
shipping. 


Signode Steel Strapping Co. 
2613 N. Western Ave. Chicago, III. 


SIGNODE 


the Sealed Steel Strapping 


We also manufacture round wire tensional reinforcements, all forms 
of nailed strapping, pail clasps, clutch nails, tag fasteners, 
etc. Write for general catalog. 
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Ship 


to Mexico 


By Steamer | 


FAST WEEKLY SERVICE 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York AND Cusa Matz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 


\» ti 
* WRLIAMS LINE 


a Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Phila Pa. P. Norfolk, V: 
39 South St. a.” Oliver alg Law Building 


And at our Branch Offices at ports of call, etc. 
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' Questions and Answers, 


iH 


practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions ree practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. - 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


anne. 


In this department will be answered questions of both legal and 


ee 


a 


Weights and Weighing—Shipment Without Being Scaled by 
Carrier 


Ohio.—Question: Where there are no track scales between 
the point of origin and destination what would be the correct 
way to ascertain the correct weight on sand and gravel? 

We are interested in movements of sand and gravel shipped 
from Tecumseh, Mich., loaded on the D. T. & I. and switched 
to the New York Central Railroad at Tecumseh, Mich., for 
delivery in Sylvania, O., cars not being weighed in transit. The 
nearest track scales is at Toledo, O., or approximately nine 
miles from destination. 

We wish to refer you te N. Y. C. tariff I. C. C., LS-1413, in 
which they name rates from Tecumseh to Sylvania and provide 
that the minimum weight will be 90 per cent of the marked 
capacity of the car. On September 1, 1928, the N. Y. C. added 
to their tariff, in item No. 82, that on cars of sand and gravel 
shipped from points in Michigan where there-.were no track 
scales, the estimated weights will be 2,700 pounds per cubic 
yard on sand and 3,000 pounds per cubic yard on gravel. Now, 
the question is what would be the correct weights on which to 
pay freight charges prior to September 1, 1928, as per N. Y. C. 
tariff I. C. C. LS-1413? 

Answer: Freight charges, in the absence of estimated 
weights, the use of which are authorized by tariffs lawfully 
on file with the Commission, should be based on weights ascer- 
tained by the carrier on its scales or in accordance with a 
weight agreement between the shipper and a carrier. 


In order to correctly assess freight charges, in the absence 
of a weight agreement or estimated weight, it is necessarily 
the duty of the carrier to weigh shipments which are trans- 
ported by it and it may not arbitrarily assess charges upon an 
estimated weight established subsequent to the movement. 

Where there is no basis in a tariff for the application of 
charges on a shipment it is a matter for determination by the 
Commission as to what charges should be assessed. See Mem- 
phis Freight Bureau vs. Kansas City Railway Co., 17 I. C. C. 90. 
Tariff Interpretation—Charges Applicable on Car Containing 

Portion of Shipment Transferred from Overloaded Car 


Ohio.—Question: We will appreciate it if you will kindly 
advise us as to the legal charge to be assessed on a car which 
we herewith outline to you. 


In Cleveland, we loaded a car at our dock on the Pennsyl- 
vania Railroad to go to Wickliffe, O., on the Nickel Plate Rail- 
road. The car was overloaded and the Nickel Plate sent it 
back to the Pennsylvania to be relightened. The Pennsylvania 
Railroad returned the car to our dock for us to perform the 
transferring, which we did. 

The rate on sand from Cleveland to Wickliffe, O., is 55 
cents, subject to a minimum of 90 per cent of the marked ca- 
pacity of the car. After the excess had been transferred to 
another car, the car containing the excess weight, approximately 
35,000 pounds, was forwarded to Wickliffe, O. 


The Nickel Plate Railroad has assessed charges on the 
actual weight on the first car, plus the full minimum on the 
second car, or 90,000 pounds. 

Our contention is that legally the second car should go 
through on actual’ weight, for the simple reason that if the 
Nickel Plate, which it was accustomed to doing, transferred 
the car it could assess a charge only on the actual weight, and 
we feel, under the circumstances, the same ruling should pre- 
vail where the car was transferred by this company. 

Answer: Charges on the portion of the shipment which 
was delivered to the carrier in an overloaded car and trans- 
ferred to another car should be assessed in accordance with 
the basis provided in the tariffs of the lines which handled the 
shipment. In the absence of a provision for the assessment 
of charges on the amount transferred from an overloaded car, 
freight charges, in our opinion, must be assessed on the basis 
of the carload rate at the established minimum weight, if 
tendered to the carrier as a carload shipment, the excess trans- 
ferred from the overloaded car being, under such circumstances, 
a separate and distinct shipment and chargeable accordingly. 








Notice to Consignor of Refused or Unclaimed Goods 


Louisiana.—Question: Will appreciate your advising if yoy 
have any record of a case being decided by the courts, wher. 
a shipment was made by a consignor, contract covering 4 cg. 
tain number of packages, and on delivery by the carrier, the 
car checked over a number of packages more than specified in 
lading, the overage being retained by the carrier, and consignor 
not being notified of said overage, until 60 or 90 days elapsed, 
During the meantime the overage deteriorated and when the 
consignor was advised and took delivery, same had to be dig. 
posed of at a loss due to deterioration. 

We had a shipment consigned to a broker, for export, which 
checked a certain number of bags over, and we were not notified 
until 60 days after car was unloaded, and in disposition of the 
overage we had to dispose of same at a loss. Claim was fileq 
and declined. 

Answer: Inasmuch as the contract of shipment betwee, 
the consignor and the carrier covered a stated number of pack. 
ages, there is some doubt as to whether there was a bailment 
of the overage for the purpose of transportation when the ship. 
ment was delivered to the carrier at point of origin. If so, the 
overage after the expiration of free time was held at point of 
destination by the carrier as a warehouseman. See Southern 
Ry. vs. Prescoit, 240 U. S. 632. If the overage was not delivered 
to the carrier under a bailment for transportation it would seem 
that the carrier was a gratuitous bailee of the goods while they 
were held at point of destination, it having been said that a con. 
tract inter partes, a particular ceremony or actual meeting of 
minds, is unnecessary to the creation of a bailment, it being 
the element of lawful possession, however created, and the duty 
to account for the thing as the property of another that creates 
the bailment, regardless of whether such possession is based 
on a contract in the ordinary sense or not. Burns vs. State 
(Wis.), 128 N. W. 987. 


In a number of cases the question of the carrier’s liability . 


for loss of or injury to goods while in its possession, where it 
has failed to give the consignor notice within a reasonable time 
of the fact that the goods have been refused or are unclaimed 
at destination, has been considered by the courts. See A. G.8. 
vs. McKenzie (Ga.), 77 S. E. 647; Michigan Central vs. Harville, 
136 Ill. App. 248; Carrisso vs. N. Y. S. & W. E. Co., 123 N. Y.§, 
173, 129 N. Y. S. 915. 

Certain of these cases, of which the N. C. & St. L. R. Co. 
vs. Dreyfus-Weil Co., 150 S. W. 231, is representative, hold that 
the carrier is liable under such circumstances, while other cases, 
of which Hasse vs. American Ry. Express Co., 53 N. W. 918, is 
representative, hold that notice to the consignor is not necessary 
in all instances. 

It is our opinion that the principle of the above referred 
to cases is applicable in the instant case. 


Trap Cars—Short Notations on Bills of Lading Covering 


Massachusetts.—Question: I am interested in knowing 
some ruling or late decision of the Commission regarding a 
similar handling as outlined in the following: 

In a case where shipper is loading a trap or ferry car to 
carrier located in the same town governed by shipper’s load 
and count, the system of said shipper is so that the shipments 
being forwarded are segregated at their shipping room and then 
trucked to their loading platform and loaded in ferry car. lt 
so happens that on some particular cases when these shipments 
are segregated, part lot of shipment checks short and notation 
to that effect is made on the bill of lading, such as “Short of 
Floor Will Follow Astray.” This is done for the convenience of 
the shipper so as not to have to create more than one bill of 
lading for one shipment to one consignee, due to the confusion 
it would cause in the filing of these bills of lading, which are 
filed according to invoice numbers given each one, and, of 


course, no intentions on the shipper’s part to avoid the payment - 


of the minimum charge. Is it permissible for railroad com 
panies to accept said bill of lading with, say, four or five items 
classified, with the notation that one of these items is short 
and will follow astray, billing out as one consignment, notating 
on waybill that this shortage exists and will follow astray, % 
must the carrier in instances such as this erase from the ori 
bill of lading this item which shows as being short at time o 
shipment? . 

Any ruling or decision that you can favor me with will be 
greatly appreciated. 

Answer: In our opinion, a notation such as you refer to 
is not permissible or one which the carriers should allow to 
be placed on a bill of lading covering a trap car. A shipment 
can only consist of such articles as are delivered to a carrier 
at one time. See rule 16 of Consolidated Freight Classificatio 
No. 5, which in section 3 provides that a single shipment of 
less-than-carload freight is a lot received from one shipper 
one shipping order or bill of lading, at one station, at one 
for one consignee and one destination. 

In our opinion the missing article or articles cannot be 
included in a trap car shipment to make up the minimum we 
required by the applicable tariff provisions, for the reason 
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14 PROPOSED SAILINGS E ; 
. pO ce ttati ee AR it fab THE ONLY DIRECT ALL-WATER ROUTE 
in Se eee, ET EE CE A VN VEER SERVING WITHOUT TRANS-SHIP MENT 
or Ports “Haiti”’ “Estland” | ‘‘Haiti’ | A Steamer | “Haiti” | A Steamer New York - Buffalo - Cleveland - Toledo - Detroit 
d, ee ee Senet seas: Women corel Hamil On 
he NEW YORK.SI. Sept. 27 Oct. 6] Oct. 25 Nov. 8] Nov. 22 Dec. 1 Oswego ROM, Me 
s- gr, THOMAS..| Oct 8 |e Oct. 12 | Oct. 31 |x Nov. 9 | Nov. 28 he Dec. 7 
1 te | ieee aceasta 

‘h #1, OROIX...-. Oct. 4 9° Oct. 18 | Nov. 1 4 Nov. 10 Nov. 29 S Dec. 8 

——_ Pa. oe 7 ” ee” tee a ar 
xd gt. KITTS..... Oct. 5}, Oct. 14 | Nov. 2/5 Nov. 11 | Nov. 30 |, Dec. 9 
; ANTIGUA...+-- oct. 6 | Oct, 15 | Nov. 3/2 Nov. 12] Dec. 1/2 Dec. 10 

GUADELOUPE. Oct. 7 “ Oct. 16 Nov. 4 be Nov. 13 Dec. 2 w Dee, 11 
a DOMINICA..... Oct. & © Oct. 17 Nov. 5 S Nov. 14 Dec. 8 Se Dec. 12 
: MARTINIQUE..| Oct. 8 o Oct. 18 Nov, 5 2 Nov. 15 Dec. 3 2 Dec. 13 

ne etl 
p- gT. LUCIA.....) Oct. 9 lo Nov. 6 |@ Dec. 4 |@ 

ese ncaealttl 
le BARBADOS....| Oct. 9 4 Oct. 19 Nov. 6 a Nov. 16 Dec. 4 < Dec. 14 

ce Pingo Mitac 
TRINIDAD..Arr.} Oct. 11 jw Oct. 21 Nov. 8 |+ Nov. 18 Dec. 6 |e Dec. 16 
. ———————— iat cence . poe . 
d TRINIDAD. .Lv.| Oct. 12 | ¢ Nov. 9 < Dee. 7 |g 

| een ————_ |—_—_——_ 
, GRENADA. .... Oct. 13 |” Oct. 20] Nov. 10|™ Nov. 17] Dee. 8 [> Dec. 15 
iy pate caneea ._—_———_ - | 
. st. VINCENT.| Oct. 14 |¥ Oct. 20] Nov. U1 = Nov. 17 | Dec. 9 = Dec. 15 

—— Pict 
of DOMINICA..... Oct. 15 is Nov. 12 |& Dec. 10 i 

ah ie 
: GEORGETOWN. S Oct. 24 S Nov. 21 S Dec. 19 
, aeeree: = eS 
8 = — |e = ;_=— BR ceerecone SHIP BY BARGE! 
> a 

: CAYENNE...... i eeeiogs el. eee via THE OPEN GATEWAY TO the SEA 
; ber ad a! 

MBO ae] oct. 2 “7 any AFFORDING SHIPPERS 
y pe a, eS i es eee Dependable Freight Service with 20% Savings in Rates. 
t NEW YORK. Arr.| Oct. 22 | Nov. 19 Dec. 17 | Delivery Alongside Steamers at New York Without rans-shipment. 


Nothing Less Than Fu: Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 


i OCEAN DOMINION STEAMSHIP CORPORATION 


WHITEHALL BUILDING, 17 BATTERY PLACE, NEW YORK, NEW YORK 
TELEPHONE BOWLING GREEN 9701 
’ NEW YORK TERMINALS: PIER 52, EAST RIVER 




















MONTREAL, P. Q HAMPTON ROADS, VA. 










hip Corporati 
omen beard of trade Biden Cnoetiiaene Bask Bie sy: 25 Broadway, New York City, N.Y. = Tezhons, 
. Montreal, P. Q. Norfolk, Va. * a Buffalo Office: Chamber of Commerce Bidg. Bonded Carrier 


The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 







: Consider 
: Competition Six —_ sed Compresses, Capacity 6,000 Bales 
: for Markets ! Eivinrea nor Sprinkler System Throughout. 






Tom clement af qed te vied in Gee Reiiabie Transportation at a Moment’s Notice. 
days of keen competition. Fast “President — 
Liners” make available express speed for YF arious Warehouses’ Storage Capacity 400,000 Bales 
our freight shipments to and from por of Cotton. 
ama, Kobe, Shanghai, Hong Kong an : : : 
Blaniio, Sellings quecy aieenste Sutuetiay an! P Our Warehouse Receipts Is Unques 
over the short route from Seattle. Thru bills P 
of lading issued to all Oriental ports. Capacity of Tracks Serving Plants Over 500 Cars. 


Seven large American-owned express “Cargo 

Liners” augment this service with frequent, Establishea System of Service. 
dependable sailings to Takubar, Dairen, 
Tsingtao, Amoy, Iloilo, Cebu. 


© See ie ae ae ee WE NEITHER BUY NOR SELL COTTON 


en. Agt. 
1714 Dime Bank idg So. Dearborn S 


— — : a | We Care Not “From Whence It Comes Nor 
1519 Railroad Avemie Souths, Seale, Washington Whither It Goes,” That’s Your 
76 offices in 22 countries at your service Business and Yours Only 
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trap car provisions are, as we understand, based upon the 
premise that the carrier will receive a road haul on a minimum 
amount of goods delivered to a carrier at one time, namely, the 
minimum amount specified in the tariff, in consideration of the 
trap car movement. 

We can locate no decision which covers this point. 


LUMBER SHIPMENTS 


A lumber demand more than 20 per cent greater than that 
shown in the previous week was indicated for the third week 
of the new year by reports from 807 hardwood and softwood 
mills to the National Lumber Manufacturers’ Association for 
the week ended January 19. Aggregate new business in both 
the hardwood and softwood fields called for 417,281,000 feet, 
which represented not only a strong recovery from the holiday 
season (a 20 per cent increase having been reported for the 
week ended January 12) but an unusually high demand in itself. 
Both the hardwood and softwood mills shared in the increased 
business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the two weeks indicated; 000’s 
omitted: 

Preceding 


Week, 1929 (Revised) 
a Hardwood 


53 345 
296,120 52,766 
278,139 


45,469 
304,372 42,504 


Past Week 
Softwood Hardwood 
Mills (or units*) 523 350 
PUGGUOCIOR  oscéacecelecs 300,436 53,066 
a ee 289,851 50,712 
Orders (new bus.)...... 355,924 61,357 


*A unit is 35,000 feet of daily production capacity. 


THOM CALLS ON COOLIDGE 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, called on President Coolidge January 21. It 
was understood that he discussed the outlook for railroad con- 
solidation legislation with the President. 


COAL :-PRODUCTION AND SHIPMENT 

Total production of soft coal the week ended January 12 was 
estimated at 11,673,000 net tons by the Bureau of Mines of the 
Department of Commerce, an increase of 1,819,000 tons as com- 
pared with the revised figure for the preceding holiday week. 
Anthracite production was estimated at 1,745,000 net tons, an 
increase of 576,000 tons over the revised estimate for the pre- 
ceding week. 

Tidewater bituminous coal shipments the week ended Jan- 
uary 12 from Hampton Roads totaled 424,034 net tons, of which 
250,976 tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended December 29 were re- 
ported as follows: Bituminous, 3,035; anthracite, 1,671. 


CONDITION OF EQUIPMENT 

Class I railroads on January 1 had 134,267 freight cars in 
need of repair, or 6 per cent of the number on line, according 
to reports filed by the carriers with the car service division 
of the American Railway Association. This was an increase 
of 1,862 cars over the number reported on December 15. Freight 
ears in need of heavy repairs on January 1 totaled 99,120, or 
4.4 per cent, a decrease of 606 compared with December 15, 
While freight cars in need of light repairs totaled 35,147, or 
1.6 per cent, an increase of 2,468 compared with December 15. 

Locomotives in need of repair on Class I railroads on Jan- 
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uary 1 totaled 7,931, or 13.6 per cent of the number op 
This was a decrease of 587 compared with the number in nea 
of repair on December 15, at which time there were 8,518, 
14.5 per cent. Locomotives in need of classified repairs 
January 1 totaled 4,380, or 7.5 per cent, a decrease of 339 
pared with December 15, while 3,551, or 6.1 per cent, Were j 
need of running repairs, a decrease of 257 compared with 
cember 15. Class I railroads on January 1 had 6,482 S€rviceahj, 
locomotives in storage, compared with 5,698 on December ie 


NEW ROLLING STOCK 


Class I railroads in 1928 installed in service 58,395 fp 
cars, according to complete reports for the year filed by the 
carriers with the car service division of the American Railw, 
Association. This was a reduction of 16,991 freight cars con. 
pared with the number installed in 1927 and a reduction y 
45,605 under 1926. 

Of the 58,395 freight cars placed in service in 1928, box cay 
numbered 22,231; coal cars, 21,201, and refrigerator cars, 450) 

Despite the decrease in the number of cars installed in 
1928, compared with the two previous years, the average cam, 
ing capacity per freight cars on January 1, 1929, was 45.9 tons 
compared with 43.1 tons, on January 1, 1923, or an increage g 
6.5 per cent, according to the association. 

Freight cars on order on January 1 this year totaled 13,034, 
compared with 13,057 on the same day one year ago. 

Locomotives placed in service in 1928 totaled 1,390, a» 
duction of 565 compared with 1927 and a reduction of 1, 
under 1926. 

While the total number of locomotives owned on January}, 
1929, amounted to 58,809, a decrease of 5,757, or 8.9 per cent 
compared with January 1, 1923, the average tractive power jp, 
creased 5,898 pounds per locomotive, or 15.6 per cent. 

Class I railroads on January 1, 1929, had 147 locomotive 
on order compared with 93 on January 1, 1928. 

These reports as to freight cars and locomotives incu& 
new and leased equipment. 


REVENUE TRAFFIC STATISTICS 


Class I railroads in the ten months ended with Octobe 
had freight revenue of $3,898,741,431, as compared with $3,91, 
750,285 for the same period of 1927, and passenger revenue @ 
$757,374,231, as compared with $822,161,361 for the same perio 
of 1927, according to the Commission’s monthly statement m 
revenue traffic statistics prepared by the bureau of statistic 
from carrier reports. Othey statistics shown follow: 


Revenue tons carried—245,518,000 for October and 220,646,000 fa 
October, 1927; 1,942,941,000 for ten months and 1,989,170,000 for sam 
period of 1927. 

Revenue tons carried one mile—44,912,614,000 for October ani 
11,578,210,000 for October, 1927; 359,729,845,000 for ten months ai 
362,419,058,000 for same period of 1927. 

Revenue per ton-mile—10.94 mills for October and 10.87 mills fe 
October, 1927; 10.84 mills for ten months and 10.78 mills for same perio 
of 1927. 

Revenue per ton per road—$2.001 for October and $2.048 for Octi- 
ber, 1927; $2.007 for ten months and $1.97 for same period of 1927. — 

Revenue per passenger-mile—2.826 cents for October and 2ff 
cents for October, 1927; 2.835 cents for ten months and 2.882 cent 
for same period of 1927. 

Revenue passengers carried—64,531,000 for October and 68,164, 
for October, 1927; 651,636,000 for ten months and 694,849,000 for sam 
period of 1927. ve 

Freight revenue in October totaled $491,386,184 as against $fil- 
803,383 in October, 1927, and passenger revenue, $69,462,969 in Octr 
ber, as against $75,113,655 in October, 1927. 


Docket of the Commission 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

January 28—Washington, D. C.—Examiner Sullivan: 

Finance No. 7245—Application of B. & O. R. R. for authority to 
acquire control of Curtis Bay R. R. by purchase of capital stock 
and by lease of its properties. 

January 28—Green Bay, Wis.—Examiner Maidens: 
oo Bay Association of Commerce et al. vs. A. T. & S. F. 
y. et al. 
January 28—Los Angeles, Calif.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 

16502—Board of Railroad Commissioners of State of South Dakota 
vs. C. & N. W. Ry. et al. 

19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 

12244—-Corporation Commission of Oklahoma vs, A. & S. Ry. et al. 

Fourth Section Application 13040—Hay from S. D. 

January 28—Argument at Washington, D. C.: 

18216—National Leather Co. vs. A. T. & S. F. Ry. et al. 

18643—Armour & Co. et al. vs. A. T. & S. F. Ry. et al. 

18740—Central Leather Co. et al. vs. A. C. & Y. Ry. et al. 
19208—Armour & Co. et al. vs. A. C. & Y. Ry. et al. 

20167, —— 1—Eagle-Ottawa Leather Co. vs. C. C. C. & St. L. 
Ry. et al. 


January 28—Dallas, Tex.—Examiners Fuller and Peyser: fined 

17000—Rate Structure Investigation, Part 4 and 4a, rates on fe 
petroleum products. 

16272—Lone Star Gas. Co. vs. A. T. & S. F. Ry. et al. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 
17459—Texhoma Oil & Refining Co. vs. C. R. I, & G, Ry, et al. | 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & S. F. Ry. ¢ 
17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. 
18336—Gibson Oil Co. vs. A. W. Ry. et al. 3! 
18393 (and Sub. 1)—Cities Service Oil Co. et al. vs. A. T. &5* 


Ry. et al. 
18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 
M. Ry. et al. 


18578—Empire Refineries, Inc., vs. A. & L. 

18581 (and Sub. 1)—Barnsdall Refineries, Inc., et al. vs. 
S. F. Ry. et al. 

19609—Standard Oil Co. of La. vs. A. T. & S. F. Ry. et al. 

19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. , 

20002—Louisiana Oil Refining Corp. vs. A. & N. R. R. R. et a 

20245—Transcontinental Oil Co. vs. C. R. I. & P. Ry. et al. 

20510—Lone Star Gas Co. vs. M.-K.-T. R. R. et al. 

20835—Gulf Refining Co. et al. vs. A. & S. Ry. et al. as 

21080 (and Subs. 1 to 4, incl.)—Anderson Oil Co. et al. ws. A. 


Ry. et al. ta 
21435—Mid-Continent Petroleum Corp. et al. vs. A. V. I. Ry. @ ms 
18458—Rates on petroleum and petroleum products within - te 

ritory on and east of the Mississippi River, and south 
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DELIVERY 
COMPLETE [PSE wc 


WAREHOUSING 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES _ oithi 


SERVICE 














MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





Do You Know nm. ~- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CoO. 


Established 1857 1020 South Canal Street, Chicago 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Offices 
92 State Street 


Get the facts! 


The 8towing importance of Dallas and the South- 
west market makes the following reports extremely 
Valuable to the traffic executives of expanding 
Organizations in all lines—write for any or all of 
them you wish: 1. Market Map of the Southwest. 
2. The Southwest—Six Billion Dollar Market. 
3. Dallas—Distribution Center. 4. Industrial Sur- 
vey of Dallas. 5. Dallas as a City in Which to 
Live, 6. The Growth of Dallas. 7. Texas-Corpo- 
ration Laws. INDUSTRIAL DALLAS, Inc., 1148 
Chamber of Commerce Building, Dallas. 











. | theSoutweree Terie lice People 
west -Twelve Million 
~Six Billion Dollar Market « + «0 





THE TRAFFIC ‘WORLD 


PHIL AD ELPHI A, P A. Two Deliveries Daily in Philadelphia and Nearby Suburbs. 


Daily Delivery Service to 250 Surrounding Towns. 
SOLID or POOL CAR and CONTAINER DISTRIBUTION 




















UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 1004-26 Spring Garden St. 


Chicago's and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload OOL CAR DISTRIBUTION 


Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


DENVER, COLORADO 









FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates i. cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Sterage Company 





LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates fer our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


PANAMA MAILS.S. CO. | 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 





From San Francisco From Los Angeles 
SS ee an eb. 
| S. S. VENEZUELA................ Feb. 14 Feb. 16 
BS. BD. GUAR TED 00 cccccscccces Feb. 28 Mar. 2 
S. S. EL SALVADOR. .........0+ Mar. 14 Mar. 16 


Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, San 
Juan del Sur, Balbea and Cristobal (Panama), Buenaventura, Puerte, 
Celembia, and Cartagena, Celembia. 

Trans-Shipment at Panama for South America and European Ports 

Through rail export bills of lading issued in transcontinental | 
territory via San Francisco and Los Angeles harbor honored to all | 
West Coast Mexican and Central American ports. j 

—OFFICES— 
140 S. Dearbern St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanover Sq., New Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal. 















































Ohio River and east of the Indiana-lIllinois State Line, and from 
points without to ints within said territory. 
17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Fy. et al. 
17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 
21784—-White Eagle Oil and Refining Co. vs. A. T. & S. F. Ry. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & 8S. Ry. et al. 
18007—Mid-continent Refiners’ Traffic Assn. vs. A. & S. Ry et al 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 
18451—Muscle Shoals Oil Co. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et ab 









18199—Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

18253—Texas Co. vs. A. & R. R. R. et al. 

18653—Empire Refineries, Inc., vs. A. T. & 8. F. Ry. et al. 

18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. R. R. et al. 

18253 (Sub. 2)—Gulf Refining Co. et al. vs. A. & R. R. R. et al. 

1. & S. 2936—Petroleum from Chicago, Ill., and St. Louis, Mo., groups 
to Miss. Valley pts. 

1. & S. 3012—Petroleum and petroleum products from the southwest 
to the southeast (further hearing). . 

21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

21080 (Sub. 6)—Naylor Oil Co. vs. A. T. & S. F. Ry. et al. 

21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

21690—Marland Refining Co. vs. A. T. & S. F. Ry. et al. 

21756—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. 


January 28—Washington, D. C.—Assistant Director Burnside: 
Finance No. 4107—Deficit claim of Gideon & North Island R. R. 


January 28—Springfield, Mo.—Examiner Carney: 
. or ne of Commerce of E. St. Louis, Ill, vs. A. T. & S. F. 
y. et al. 
7— (Sub. 1)—Wichita Chamber of Commerce et al. vs. A. T. & 


. F, Ry. et ak 
— -. 2)—W. O. Anderson Commission Co. et al. vs. A. & W. 
y. et al. 
21206 (Sub. 3)—Salina Chamber of Commerce vs. A. & W. Ry.. et al. 
21206 (Sub. 4)—Southeast Kansas, Inc., vs. A. T. & N. R. R. et al. 
5" ye of Commerce of E. St. Louis, Ill., vs. A. T. & S. F. 
y et al. 
9702—Memphis-Southwestern Investigation. 
21772—Interstate rates between points in Missouri. 
13535—Corporation Commission of Oklahoma vs. A. & R. R. R. et al. 
(further hearing). 
11483—Cairo Association of Commerce vs. Butler County R. R. et al. 
(further hearing). 


January 28—DeQueen, Ark.—Examiner Griffin: 
1. & S. 3189—Lumber transited at points on DeQueen & Eastern R. R. 
and Texas, Oklahoma & Eastern R. R. 


January 28—New Orleans, La.—Examiner Bardwell: 

17224—Wausau Southern Lumber Co. vs. A. G. S. R. R., et al. 

17068—W. P. Brown & Sons Lumber Co. vs. A. G. S. R. R., et al. 

17298—Wausau Southern Lumber Co. vs. A. G. S. R. R., et al. 

17858—Southern Pine Assn. vs. A. & V. Ry., et al. 

19522 (and Sub. Nos, 1 to 6, incl.)—South Bend Chamber of Com- 
merce for St. Joseph Valley Lumber Co. vs. L. & N. R. R., et al. 
(further hearing with respect to the amount of damages and 
reparation due complainants under findings of the Commission 
reported in 142 ICC 521.) 


January 29—Chicago, Ill.—Examiner Disque: 
21417—Traffic Bureau, Moline Association of Commerce et al. vs. A. 
T. & S. F. Ry. et al. 
January 29—Argument at Washington, D. C.: 
Finance No. 6113—Application C. & O. Ry. for authority to issue 
additional shares of common capital stock. 
Finance No. 6114—Application C. & O. Ry. for authority to acquire 
control of the Erie R. R. and Pere Marquette Ry. by purchase of 
capital stock. 


January 29—Denver, Colo.—Examiner Davis: 
Finance No. 7132—Application C. & S. Ry. for authority to abandon 
a part of its Platte Canon Line, with certain branches thereof. 
Finance No. 7092—Application City and County of Denver for au- 
thority to abandon that part of the C. & S. Ry. between Water- 
ton and Buffalo, Colo. 


January 30—Argument at Washington, D. C.: 
oy wt a 863—In re tentative valuation of property of G. H. 
ss, TRY. 
Valuation No. 701—In re Iberia & Vermillion R. R. 
Valuation No. 728—In re Houston & Shreveport R. R. 
Valuation No. 737—In re Lake Charles & Northern R. R. 
Valuation No. 750—In re Direct Navigation Co. 
Valuation No. 756—In re Texas and New Orleans R. R. 
Valuation No. 784—In re Louisiana Western R. R. 
Valuation No. 804—In re Houston and Texas Central Ry. 
Valuation No. 854—In re El Paso Union Passenger Depot Co. 
vr No. 883—In re Morgan’s Louisiana and Texas R. R. and 
. oo Co. 
Valuation No. 923—In re Southern Pacific Terminal Co. 
Valuation No. 842—In re Houston East and West Texas Ry. 
January 31—Chicago, I1l.—Examiner Disque: 
20912 (and Sub. 1)—Illinois Coal Traffic Bureau vs. A. & E. R. R. 
et al. 
January 31—Little Rock, Ark.—Examiner Griffin: 
1. & S. 3186—Concentration of cotton at Little Rock, Ark. 
February 1—Argument at Washington, D. C.: 
20247—The Public Utilities Commission of Ohio vs. Penna. R. R. 
20746—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, et al. vs. A. & R. R. R. et al. 


February 1—San Francisco, Calif.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the state of South Dakota 
vs. C. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from S. D. 
February 1—Chicago, Ill.—Examiner Maidens: 
* 21063—Ry-Krisp Co. et al. vs. A. & S. Ry. et al. 
February 2—Little Rock, Ark.—Examiner Griffin: 
1. & S. 3217—Grain, grain products and related articles from Okla- 
homa to Louisiana points. 


February 4—Washington, D. C.—Assistant Director Burnside: 
Finance No. 5454—Reorganization and control of A. B. & A. Ry. 
Finance No. 5470—Application for authority to acquire control of 

A. B. & C. R. R. by purchase of capital stock and to assume 

certain obligations. 
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February 4—Tulsa, Okla.—Examiners Fuller and Peyser: 
17000—Rate Structure Investigation, Part 4-A, rates on Tefined py. 


&8 


troleum products. 


21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. - F. Ry. ety 
21080 (Sub. 6)—Naylor Oil Co. vs. A. T. & S. F. Ry. et al’ @a 
et al. 

t Ry. et al. ‘ 
17459—Texhoma Oil & Refining Co. vs. C. R. I. & G. Ry. etal, 
17498—Litwood Oil & Supply Co. et al. vs. A. T.& SF Ry, et 

17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. * tal 


16272—Lone Star Gas. Co. vs. A. T. & S. F. ny. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. 


18336—Gibson Oil Co. vs. A. W. Ry. et al. 


Vol. XLII, ‘ 





18393 (and Sub. 1)—Cities Service Oil Co. et al. vs. A. 7, &RP 


Ry. et al 


18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 
18578—Empire Refineries, Inc., vs. A. & L. M. Ry. et al. 
18581 (and Sub. 1)—Barnsdall Refineries, Inc., et al. vs, 4. Te 


Ry. et al. 


Ss. F. 
19609—-Standard Oil Co. of La. vs. A. T. & S. F. Ry. et al, 


19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
20002—Louisiana Oil Refining Corp. vs. A. & N. R. R. R. et aj, 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: Firgt jp, 
sertion, $1 per line; minimum charge $3; succeeding insertions, py 





line, 50 cents; 10 words to the line; numbers and abbreviations Countes 
as words; 6 point type; payable in advance. Answers to keyed a4. 


vertisements forwarded free of charge and all correspondence 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 


Street, Chicago, III. 





POSITION WANTED-—As traffic manager or assistant, ten yeary 
transportation experience, age 28, LaSalle graduate in traffic manag. 
ment and station management, married, ambitious, now employed 
location secondary, best of references. Address C. E. G. 168, can 


Traffic World, Chicago, IIl. 


POSITION WANTED—Transportation executive, now employed, 
desires traffic connection with strong industrial or commercial organi. 
zation. East preferred. Age 37. Married. Ambitious. Special traip. 
ing in traffic. Mature practical experience. Successful and constry. 


tive record handling large responsibilities.  A-1. 
138, care Traffic World, Chicago, I. 


Address E, D, 2 


SERVICES OFFERED—Traffic man thoroughly qualified railroa 
and steamship business including experience in commerce work a 
traffic witness for carriers. Would accept reasonable salary with 
either carrier or in commercial field relying on results for betterment 
Address R. A. M. 164, care Traffic World, Chicago, IIl. 





POSITION WANTED—Traffic manager experienced in all phases 
of transportation desires connection of responsibility. Past eight yearn 


general traffic manager large eastern corporation. 


Several previow 


railroad connections. Highest type references. Address “Executive” 


care Traffic World, Chicago, IIl. 








We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street 











Send for Sample Sheets 














WASHINGTON, 










CLEVELAND MEMBERS A.W.A. 


LEONARD’S GUIDE 
“umn FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 





G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


Chicago 






























D * C. 
When in Washington, Eat Well Seasoned, Home Cooked Foodat 
THE AVENUE CROWN 

Across the Street from J. C. C. BLDG. 
— i 1727 Penna. Avenue N. W. | 


O.W.A 


LEDERER 
TERMINAL 


BUILDS SETTER BUSINES: 
MERCANTILE .WAREHOUSING AND DISTRIBU! , 



























